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NEED FOR PUBLIC EDUCATION 

A splendid illustration of the opportunity for pub- 
lic education along transportation lines that the pro- 
posed National Transportation Institute would have, 
and of the need for that education, even in places where 
the average person might not think it needed, is afforded 
by the following from the Swedish Tribune-News, re- 
printed by the Chicago Tribune on its editorial page, 


without comment, under the heading, “Editorial of the 
Day”: 


Looked at from a certain point of view, the present railroad 
strike is a mere juggler’s game—a-joke on the public, which is 
not connected with either of the contending sides. The railroad 
companies were guaranteed by congress an income of 6 per 
cent on their stock, which in view of the water contained in it 
means practically 10 per cent average on the actual investment. 

Why should the railroads under such conditions worry 
whether the service is maintained or not? As far as they are 
concerned, they might just as well see operations stopped for 
the whole year, provided only their income is guaranteed. Uncle 
Sam is their protector and is paying them a profit even on their 
watered shares. On the other hand, it is possible that the union 
will die of overexertion when it attempts to keep up the old 
wages as well as the possibility of work. 

If the American farmer were standing equally well in 
with congress as the railroads, he would also be guaranteed his 
operating expenses and a fair compensation for his own and 
his wife’s and children’s work plus 6 per cent interest on the 
capital represented by his property. They would then no longer 
need to worry about drought and other damage to crops. If 
there were any crops, well and good; if not, Uncle Sam would 
make things right. However, if Uncle Sam would treat each and 
everybody in the same way, who would then remain to pay 
those same taxes which are now making the railroad magnates 
80 self-confident? 


With a transportation institute functioning properly, 
even the Swedish Tribune-News might know that Con- 
gress had not guaranteed the railroads six per cent on 
their stock or any other per cent on any other basis, and 
certainly the Chicago Tribune would learn the same 
thing in course of time and might also learn to take the 
situation seriously enough not to reprint such a mislead- 
ing editorial except as it might wish to do so in order to 
Point out its error. 
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We say this is a splendid illustration of the oppor- 
tunity for educational work by a transportation insti- 
tute, because it is generally supposed that at least the 
leading newspapers of the country know something of 
the subject when they discuss transportation problems. 
But, apparently, they do not. Of course, they would have 
no objection to learning the facts, if the learning were 
made easy, and therein lies the opportunity of the insti- 
tute. Its importance consists, not so much in the fact 
that the Chicago Tribune or any other newspaper does a 
stupid thing, but in the fact that the public gets its im- 
pressions and its information from the newspapers, and 
the transportation problem will never be properly solved 
until the public understands it. 

Here are some facts that a transportation institute, 
if one were in existence at this time, could impress on 
the newspapers and the public mind with good effect: 

(1) There is no guaranty to the railroads on their 
stock or on any other basis. The law provides that the 
Commission shall fix rates that will, in its opinion, pro- 
duce a certain net revenue (534 per cent, at present) on 
their valuation to the railroads as a whole or by large 
groups. One railroad may earn more than this, or less 
than this, or even less than nothing. If it earns more 
it must turn one-half of the excess over to the govern- 
ment. The railroads as a whole last year, in spite of 
the so-called “guaranty,” earned less than three and 
one-half per cent. Nobody makes up to them the short- 
age. 

(2) The present strike of railroad shopmen is not 
a contest between the men and their employers over the 
level of wages. It is a protest of the men against an 
award of the Railroad Labor Board which has fixed the 
wages that must be paid. The railroad managers are 
obeying the decision. They obeyed the decision when 
the board awarded increases in wages. The men have a 
right to strike but they have no right to hinder others 
from working. The public authorities are not doing their 
duty. They are failing to protect men who wish to con- 
tinue to work or to take the places of the strikers, and 
they are failing to protect the railroads in the operation 
of their properties. They are failing to punish the riot- 
ers who interfere with commerce by unlawful methods. 
The action of certain members of the Railroad Labor 
Board in attempting to bring about compromise or. set- 
tlement of the strike is outside their proper function and 
results in misapprehension as to the issue. It is also in- 
consistent with the formal action of the board repre- 
sented by its decision and with its later announcement 
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Gulf, Mobile and 


Northern Railroad 
Maintains Daily Through Fast Freight Schedules 


via connections at Bells, Jackson, Middle- 
ton, Tennessee, New Albany, Newton, 
Laurel, Miss., and Mobile, Alabama, afford- 
ing quick deliveries between Northern cen- 
ters and Southern and Southwestern points. 


SOUTHBOUND NORTHBOUND 
AM 4:30 PM Lv. Jackson Ar. 10:20PM 8:50 AM 
PM 12:30 AM Lv.NewAlbany Ar. 3:00PM 1:45 AM 
AM 1:20PM Ar. Newton Ly. 2:30 AM 12:25 PM 

5:00 PM Ar. Meridian Lv. 9:50 AM 
:40 AM 4:30 PM Ar.Laurel Lv. 11:40PM 9:30 AM 
4:10 AM Ar. Mobile Lv. 10:00 PM 


“THE ROAD OF SERVICE 


Offices at: 

CHICAGO, ILLINOIS KANSAS CITY, MISSOURI 

551 Marquette Bldg. 737 Railway Exchange Bldg. 
DETROIT, MICHIGAN MEMPHIS, TENNESSEE 

704 Free Press Bldg. 436 Bank of Commerce Bldg. 
ST. LOUIS, MISSOURI NEW ORLEANS, LOUISIANA 

426 Pierce Bldg. 1012 New Hibernia Bldg. 

MOBILE, ALABAMA, 71 Conti Street 
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Mississippi Central Railroad 
Louisiana & Arkansas Railway 


MR. SHIPPER :— 


The Natchez Route maintains dependable schedules be- 
tween the Southeast and Southwest. f 


_Passing Reports at junction points enable us to keep you 
advised as to the movement of your freight and guarantee you | 
the kind of Service you want. | 


Route from the West via Shreveport, La., Stamps or | 
Hope, Ark., care Natchez Route. | 


Route from the East via Mobile or Hattiesburg, care 
Natchez Route. 





| 

| 

Traffic Department Representatives: 
| 

| 


902 City Bank Bldgz., 330 Ry. Exchange Bldg., 523 State Nat’] Bank Bldg., 
Mobile, Ala. Kansas City, Mo. Texarkana, Ark. 


Carroll H. Smith, S. E. Jones, J. D. Youman, E. B. Hickman, H. R. Whiting, | 
General Agent, General Agent, General Agent, General Agent, General Agent, | 
419 Palmer Bldg., 1985 Ry. Exchange Bldg., 535 Whitney Central Bldg., 511 Insurance Bldg., 622 Insurance Bldg., 
St. Louis, Mo. New Orleans, La. Dallas, Texas. Oklahoma City, Okla. ! 

C. G. Lang, R. E. McGrath, S. H. Atkinson, 

Commercial Agent, Commercial Agent, Soliciting Freight Agent | 

\| 
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virtually..outlawing the men who struck. The news- 
papers, in view. of these attempts to bring about com 
promise, are justified in printing the news, but the pub- 
licity, nevertheless, contributes to the beclouding of the 
issue in the public mind, because the newspapers do not 
intelligently comment and explain. The men may remain 
at work, under protest, and endeavor to have the case 
rehegrd or any other grievances adjusted, or they may 
Guit work and thus cease to be a party to any contro- 
versy or to have_any concern in the matter of railroad 
wages. No‘other course is properly open to them. 


TELLING THE TRUTH 
The railroads, thus far, have had the sympathy of 
the thinking part of the public in the strike situation. 
Putting out. misleading or untrue statements may not 


alienate ‘this sympathy, because the public, generally 


speaking, is not in position to detect the untruth; but 
at least among persons who do know, there is certainly 
nothing to be gained by saying things that are untrue or 
by failing to tell the things that are true. For instance, 
here is a statement put out by the western presidents’ 
committee on public relations, July 25: 


The western lines with headquarters in Chicago reported 
the situation’ this morning as follows: 

All freight is being moved as offered. Passenger trains are 
being operated normally. Transportation conditions are normal 
everywhere. Large numbers of men are being added to the 
shop forces... The number of these men at work ranges from 23 
to 75 per cent of normal on the different roads. 

Freight carloadings reported for the first two weeks of 
July; as compared with the same weeks of last year, show in- 
creases for the different roads ranging from 6 per cent to 53 
~ per cent, the average being about 25 per cent. 

Railway fuel receipts are satisfactory. Out of 22,644 cars 
of coal purchased by these lines since June 7, for delivery up to 
August 31, sixty per cent has already been delivered. This is 
in addition to the coal in storage on the western lines. 


This statement, 
untrue. 
mally, 


in certain respects, was absolutely 
Passenger trains were not being operated nor- 
many of them having been cancelled and many 
others being late on schedules. Transportation conditions 
- were not normal everywhere or anywhere near normal. 
There may be some psychological benefit from thus dis- 
torting the facts for public consumption, but we fail to 
see it. At least, we do not take it as a compliment to 
our intelligence when such statements are offered to us. 
On the very day the above statement was issued, 
the newspapers carried news of the abandonment of 
western passenger trains, with other news showing the 
embarrassment to the railroads from the strike, and the 
Interstate Commerce Commission issued orders declar- 
ing a national transportation emergency and providing 
for priority in the movement of traffic. 
THE ISSUE IN THE STRIKE 
\W. H. Chandler, president of the National Indus- 
trial Traffic League, gives President Harding some good 
advice in his telegram with regard to the railroad strike. 
It should help to induce President Harding to keep his 
hands off, so far as suggesting compromise is concerned. 
His study of the situation and the information and ad- 
vice that have been offered to him ought to have con- 
vinced him that this is not a case for compromise. 
Here is the case in a nutshell with respect to the 
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much talked of seniority rights of the shopmen and the 
unwillingness of the railroad managers to restore them 
to the strikers: The Railroad Labor Board handed down 
a wage award that did not please the men. 


They struck. 
The 


railroads gave them warning that if they did not 
return to work by a certain time their seniority rights 
would be forfeited. Some of them returned and some 
of them did not go out. We are talking now, of course, 
about those who did go out and who did not return within 
the time limit, or at all. Then certain members of the 
Labor Board and others began talking compromise in 
order to get the men back. One of the things suggested 
was that the railroads restore the seniority rights of the 
strikers if they would go back to work. The railroads 
were within their rights in refusing to do so. Not only 
were they within their rights, but to ask them to do 
anything else shows a strange sense of honor and a lack 
of realization of the consequences of such a course. It 
would not be honorable on the part of railroad manage- 
ment to discharge the men who took the places of the 
strikers, under promise that their places would be per- 
manent, in order to take back the strikers; and aside from 
the question of honor, what would have been the effect 
on future strikes? Where would the railroads look for 
men in future similar circumstances if they failed to keep 
their promises now? 

The resolutions adopted by the Traffic Club of Chi- 
cago also show a clear appreciation of the issue in this 
strike. We hope the public authorities 
papers will soon conie to understand it. 
“five points” involved. 


and the news- 
There are no 
Those five points resulted from 
the uncalled for and improper negotiations of Chairman 
Hooper, of the Labor Board, who decided the controversy 
between railroads and shopmen from the bench, and 
then cast aside his robes of office and tried to bring about 
a compromise in spite of his own decision. There is 
involved only the issue of the right of men to work, of 
the railroads to operate their properties, of the preserva- 
tion of public order, and of respect for the award of the 


body delegated by Congress to adjust railroad wage 
disputes. 


SOUTHEASTERN CLASS RATE INQUIRY 


(Special correspondence from Atlanta, Ga.) 

Commissioner Eastman called Charles H. Barham to the 
stand for a few minutes at the opening of the July 20 session 
of the southeastern class rate inquiry, asking him if the cost 
of the road haul per mile was less for a long distance than 
for a short distance. Mr. Barham said such was the case, be- 
cause cars could be more heavily loaded for long hauls and 
less handling and transferring was necessary. 

Mr. Cotterill asked the witness if he did not think that, in 
the construction of a mileage scale, a practical basis of grading 
rates in proportion to distance should be used rather than a 
fixed mathematical formula. Mr. Barham said no fixed formula 
that would cover all the various situations had yet been evolved. 

“We have been conducting studies on this problem lately,” 
said Mr. Cotterill, “and we agree with you on this point.” 

J. W. Perrin, of the Atlantic Coast Line, whose direct testi- 
mony dealt with the proposed adjustment between eastern ter- 
ritory and Virginia cities and Carolina territory, was called 
for cross-examination and turned over to Mr. Maxwell, of North 
Carolina. 

Mr. Maxwell first tried to bring out that the Carolina ter- 
ritory should be treated as a buffer between eastern territory 
and the southeast, just as the Buffalo-Pittsburgh territory, he 
said, is a buffer between Central Freight Association territory 
and Eastern Trunk Line territory. Mr. Perrin replied that the 
adjustment as poposed made Carolina a buffer between Eastern 
Trunk Line and southeastern territory. Mr. Maxwell said that 
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the buffer principle did not apply as regards Central Freight 
Association and Ohio River points, and the witness agreed with 
him, but said that was not needed. 

Mr. Maxwell wanted to know why the adjustment proposed 
between Buffalo-Pittsburgh territory and the Carolinas differed 
so much (being so much higher) from that decreed by the Com- 
mission in dockets 10500 and 10515. 

Mr. Perrin said it was necessary to increase the rates in 
order to make the proposed adjustment fit into the adjustment 
to the rest of the southeast. He said the rates from C. F. A. 
territory were large factors. 

The sharp dividing line between rates proposed for the 
Carolina territory and rates to the Virginia cities was the sub- 
ject for subsequent questions from Mr. Maxwell, in which he 
further developed his point as to Carolina being necessary as 
a buffer territory. He asked more questions about the dif- 
ference between rates fixed under the Official Classification and 
the Southern Classification, and the influences of these differ- 
ences on the adjustments. 

Commissioner Eastman finally asked the witness if there 
were not some means by which a transition arrangement could 
be effected by which the abrupt change from the comparatively 
low rates into Virginia and the high rates proposed into the 
Carolinas could be effectively and satisfactorily smoothed over. 

The witness said such conditions existed elsewhere along 
the borders of the southeastern territory as a whole, and that 
they seemed unavoidable in accomplishing the major purposes 
of the present adjustment, but tht the carriers would take the 
matter under advisement. 

N. B. Wright, of the Central of Georgia, whose direct testi- 
mony dealt with all-rail and rail-and-water rates between eastern 
territory and the southeast, was asked by Mr. Cotterill as to 
the relation of the rates from Buffalo to the southeast as com- 
pared with the rates from Rochester. Mr. Cotterill wanted to 
know why rail-and-water rates to the southeast were proposed 
from Rochester when such rates were not proposed from 
Buffalo. 

Mr. Wright replied that rail-and-water rates had been main- 
tained many years from interior eastern territory east of Buf- 
falo to the southeast through ports, and that steamship lines 
and their southern rail connections did not think they could 
extend the rail-and-water adjustment further west to interior 
southeastern points, as it would involve rail hauls to the north 
Atlantic ports and to the south Atlantic ports to interior east- 
ern points omitting the water distance. The water distance, 
New York to Savannah, he said, was practically as great as 
the short line all-rail distance from Buffalo to the southeastern 
points. He said he thought that to undertake to handle rail- 
and-water business from Buffalo would cause useless waste of 
transportation. 

The witness explained that the existence of rail-and-water 
rates from Rochester was the consequence of lower rates to 
south Georgia and Alabama than from Buffalo, as rates from 
Rochester were constructed on the eastern routes, while the 
rates from Buffalo were constructed on the western routes and 
over the Ohio. 


James Menzies, of the Atlantic Coast Line, who testified 
as to rates between all origins and Florida points, was cross- 
examined by James E. Calkins, representing the Florida Railroad 
Commission; Edwin Spencer, Jr., representing the Florida Traffic 
Equalization League, an organization of interior shippers; T. P. 
Puckett, of Perry, Ga., representing the Taylor county, Fila., 
Chamber of Commerce; and C. S. Hoskins, representing the 
Tampa Board of Trade. 


Mr. Calkins questioned the witness as to his previous state- 
ments in regard to the high cost of maintenance being a factor 
in the proposal for higher rates into Florida. He sought to 
to bring out that the cost of maintenance in Florida was not as 
much as in other sections, since there were comparaively few 
bridges; since grading work there was comparatively negligible 
on account of the topography; and because crossties were easy 
to obtain on the ground. Mr. Menzies insisted that Florida 
was a long distance from sources of other necessary raw ma- 
terials, and held to his point, saying that he was not fully 
informed as to the maintenance problem. 


Mr. Calkins asked if they were not proposing a scheme 
of rates to a certain section of Florida which was on as high 
a level as the scheme to a part of southeast Georgia which is 
much less productive and more sparsely populated. The wit- 
ness admitted this. 

Mr. Spencer’s questions indicated that the interior penin- 
sula interests of Florida were generally in accord with the pro- 
posal of the carriers in their suggested revisions for Florida. 

Mr. Hoskins, representing port interests at Tampa, took a 
different stand, bringing out that he believed the ports would 
suffer and that the public would suffer because the proposed 
rates would keep Tampa jobbers from competing with interior 
jobbers and that the resulting lack of competition would raise 
prices. Mr. Menzies contended that the ports would not suffer 
because they could bring in their goods by steamer. 

In the course of his questioning, Mr. Hoskins asked Mr. 
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Menzies if he did not think the railroads had a moral responsi- 
bility in the matter. 

Mr. Menzies said that to reply he would have to consult his 
preacher. 

Mr. Puckett, questioning the witness on the adjustment for 
Perry, Ga., sought to show that Perry was discriminated against 
by being classed in several cases with the peninsula points. 
Mr. Menzies held that Perry was on the border line between 
the two sections and might be fairly classed in both the peninsula 
and the north Florida regions. 


Chicago Hearing Goes to Cincinnati 


Commissioner Eastman announced that it had been “Ylecided 
to cancel the hearing of shippers in Chicago, and hold this hear- 
ing in Cincinnati. The scheduled date is November 6 to 18. 

He announced also that it had been decided to open the Ashe- 
ville hearing to inter-territorial evidence as well as intra-terri- 
torial evidence, but that the two kinds of evidence must be kept 
separate, the intra-territorial being heard first. The Asheville 
hearing is set for October 2 to 21. The Atlanta hearing for the 
shippers’ side of the proposed adjustment begins September 14 
and lasts until the 28d. The New Orleans hearing is set for 
October 23 to November 4. The New York hearing, which, with 
the Cincinnati hearing and that at Asheville, will accept both 
intra and inter-territorial evidence, begins November 20. 

J. F. Dalton, representing the Norfolk Southern Railway, was 
called for cross-examination by W. G. Womble, rate expert of the 
North Carolina commission, who brought out that the Norfolk 
Southern, plying in northeastern North Carolina, disagreed with 
the proposal of the southern carriers as to the level of the rates 
proposed for the northeastern part of the state—the eastern half 
of Zone 1. 

He brought out that the rates in that section, in the opinion 
of the Norfolk Southern, should bear the same relation to the 
rates of the Virginia cities as the rates to the western part of 
Zone 1. He also brought out that this line believed the Virginia 
cities’ influence should be reflected to a greater extent in the 
rates proposed for northeastern North Carolina. Among the 
cities in this section are Elizabeth City, Goldsboro, Raleigh, 
Greenville, Kinston and Wilson. 

E. T. Willcox of the Seaboard Air Line was cross-examined 
by Charles R. Marshall, counsel for the Virginia Traffic League, 
who brought out a number of points of information as to the 
adjustment the carriers propose between Virginia cities and re- 
lated Carolina points and the southeast. 

The cross-examination session of the inquiry closed with 
the cross-examination of Mr. Willcox. The inquiry convenes 


again in Atlanta September 14, when the shippers will begin 
their testimony. 





In a notice on No. 13494, the southern class rates investiga- 
tion, the Commission said: 


During the July, 1922, hearing in the above-entitled proceedings, 
the presiding commissicner announced that .the place of hearing in 
central territory had been changed from Chicago, Ill., to Cincinnati, 
O., and that, contrary to the June 2, 1922, announcement, evidence 
may be presented at Asheville, N. C., with respect to interterritorial 
rates as _ well as to intraterritorial rates. At this hearing testimony 
in regard to intraterritorial rates will be taken first, and as to inter- 
territorial rates afterwards, so that the record with relation to each 
of the two classes of rates will be separate and distinct. 

In view of the foregoing changes, it is earnestly desired that all 
eounsel of record in this proceeding again notify Commissioner 
Josevh B. Eastman, Interstate Commerce Commission, Washington, 
D. C., within thirty days, of the time which they expect to occupy in 
the presentation of evidence at the further hearings, as nearly as it 
can be estimated, and of the places at which they will desire that 
time. It is hoped that after such information is received it may be 
possible to shorten the schedule somewhat. It is now as follows: 

Atlanta, Ga., United States Court Rooms, September 14-23. 

Asheville, N. C., United States Court Rooms, October 2-21. 

New Orleans, La., Hotel St. Charles, October 23-November 4. 

Cincinnati, O., Hotel Gibson, November 6-18 


New York, N. Y., Merchants Association Rooms, 233 Broadway, 
November 20. 


CUMMINS INQUIRY OVER 


The Trafic World Washington Bureau 


The Cummins investigation into the general railroad situa- 
tion, which began in May, 1921, came to a close this week with 
the filing of a brief with the Senate interstate commerce com- 
mittee by S. Davies Warfield, president of the National Ass0- 
ciation of Owners of Railroad Securities. In the brief Mr. Warl- 
field said that as the result of conferences between the security 
owners and the railway executives, permanent standing confel- 
ence committees representing the two groups had been ap- 
pointed to decide on the proposals of the security owners for 
pooling and interchange of freight cars under a central agency 
operating without profit. He submitted a proposed bill provid- 
ing for federal incorporation of the National Railway Service 
Corporation, which would function as the central agency, and 
also finance the rebuilding of freight cars. 

Senator Cummins regards the investigation as closed but it 
is understood that the drafting of a report on the investigation 


probably will be delayed until after Congress adjourns its pres- 
ent session. : 
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Current Topics 
in Washington 





ea 

Service Orders 22 and 23.—No orders of the Commission, 
probably, were ever more heavily freighted with fervent hope 
and less expectation of efficacy than Service Orders Nos. 22 
and 23. It is the general belief among those who have watched 
the coal production curve since the beginning of the coal strike 
that, unless and until the railroad strike is neutralized, there 
can be little improvement in the production of coal. The coal 
production curve, from the middle of April until July, was up- 
ward. Then it began sagging. Roughly speaking, the produc- 
tion of coal began climbing after the end of the first week of 
the coal strike from about 3,200,000 to something more than 
5,200,000 tons. When the latter figure was reached, the pro- 
duction was something more than 60 per cent of that for the 
corresponding week of 1921. That year, of course, was one of 
low coal production, so the declaration that the production, 
just before the beginning of the railroad shop craft strike, was 
more than 60 per cent of that for the corresponding week of 
the preceding year, might tend to mislead unless the funda- 
mental fact were kept in mind. But the production of more 
than 5,000,000 tons a week was more than half what would 
give the country an abundant supply. One of the commonest 
questions among the men having business with the Commission 
was as to how service orders prescribing preference and priority 
could cause an extra ton of coal to be dug or an extra engine 
to be repaired. It was admitted that possibly there might be 
local situations that an order might change somewhat. No one, 
however, expected the service orders to run the production from 
4,000,000 tons a week (the production indicated for the week 
in which the service orders were put out) to the weekly peak 
of 5,200,000 attained by the mines in operation just before the 
railroad strike. Yet there was hope that a combination of serv- 
ice orders and the hiring of more men by the railroads to 
take the place of strikers would send up the production ma- 
terially. That the commissioners who voted for the issuance 
of the service orders regarded the railroad strike as the big 
deterring factor in the restoration of the fairly tolerable coal 
condition prevailing before July 1, was generally known. They 
knew, from their own reports, that railroad engines were being 
retired from service at a time when every one was needed, be- 
cause small but necessary repairs were not being made expe- 
ditiously. They knew that the transportation machine was un- 
der control, generally speaking, by as rigid a easte system as 
that which prevails in India, in whieh practically no engine 
driver, to save the country from misery and distress next win- 
ter, would think of even so much as tightening a nut which it 
was the duty of somebody else, under the caste rules, to tighten. 
They could read for themselves the reports showing surplus 
cars. They knew of miners willing to work, being forced into 
idleness because cars loaded with coal could not be taken away 
from the mine tracks. They did not need to be told that there 
was no incentive for mine operators to blow their whistles for 
work so long as the railroads could not remove the cars already 
loaded. That is why the orders carried such a heavy load of 
hope but such a small jag of confidence in their efficacy. 





A Welcome Surplus of Engines.—Some of the surplus of en- 
gines caused by the Commission-criticized repair of locomotives 
in outside shops, according to reports, have been an almost 
divine gift to industries on the Pennsylvania and New York 
Central since the beginning of the shop craft strike. When the 
strike was called those carriers had a surplus of engines, white- 
leaded and waiting for work. The surplus resulted from the 
contracts for repairs in outside shops. Before the engines were 
sent home from the outside shops the slump in business came 
and engines were placed in storage. They remained there, 
according to the report, until the strike emergency called them 
into service. The Pennsylvania, so the reperts had it, was so 
well supplied with engines when the strike came, that the strike 
did not change its plan to restore, for the first time since the 
war, one of the fast passenger trains between St. Louis and 
New York. All of which, if even approximately accurate, may 
have caused some satisfaction to the Pennsylvania and the 
commissioners who disagreed with their colleagues about the 
wisdom of criticizing the managements of the New York Central 
and the Pennsylvania for having made the contracts. If the 
Strike should be settled before contracts reported to have been 
made recently by some of the railroads for repair of their 
engines in shipyard shops are completed, the Commission prob- 
ably will be called on to investigate those contracts with a view 
to having it spank the officers of the companies for having 


made contracts, which, after the end of the strike, may look 
extravagant. 





How the Government Plays to Win.—The way the govern- 
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ment does business has often caused comment. One of the 
characteristics of its methods is that a contract with it is hardly 
worth the paper on which it is written. It leases buildings, 
with the distinct stipulation that it may cease being a tenant, 
almost without notice, notwithstanding that the lease in one of 
its parts, may appear to provide a tenancy for a long period of 
years. It also exercises the privilege of remaining a tenant after 
its lease has expired, at the old rental. That is what Attorney- 
General Daugherty is doing now with his Department of Justice. 
The Post Office Department has called for bids for the restora- 
tion of the pneumatic tube service in Boston, New York, Phila- 
delphia, Chicago and St. Louis, after four years of abandonment. 
Bids for a period up to ten years have been called for submis- 
sion not later than August 31. The law places a limit of $18,500 
per mile as compensation for a double line of tubes. Hither 
party, however, may appeal to the Interstate Commerce Com- 
mission to find out whether $18,500 a mile is enough to pay 
for such a service. The law, however, limits the compensation 
the Commission may allow, to not more than $19,500 a mile. 
The fact that the government is thinking of restoring the serv- 
ice or that the Commission may be called on to say how much 
more than $18,500 a mile the service may be worth, if any, is 
not so interesting to business men as the provision that the 
contract reserves to the government the right to cerminate the 
arrangement “at any time.” That is to say, the government, 
after pretending to make a contract for ten years, may cut it 
down to ten minutes. Yet it is believed that there will be bids, 
The tubes are still in the ground. Those who own equipment 
or have an organization to operate them, presumably, are anx- 
ious to get something out of the wreckage and, therefore, will 
bid for furnishing the service. 





Automobiles in Japan.—The automobile is making inroads 
on the picturesque rickshas and freight handcarts of Japan. 
In 1917 there were 162,831 such vehicles registered in the em- 
pire. Last year there were only 147,622. These are figures 
furnished by William I. Irvine, one of Secretary Hoover’s trade 
commissioners in Tokio. But there is no danger of Henry Ford 
moving over to Japan and abandoning his American enterprises 
on account of the brilliant outlook in that land. Williams fig- 
ures that, while Japan has a population of 77,050,510, in an 
automotive sense, it is only equal to a city of about 200,000 
persons. He cannot see that, within the near future, it will 
send out any greater demand for automobiles than an American 
city of that size. Japan, according to his report, is still in 
the bicycle stage of her development. In 1921, 2,051,104 bicycles 
were registered in the empire. According to Japanese govern- 
ment reports, there are 12,117 automobiles in the land. No 
distinction, however, is made in the registration between a 
pleasure car, a truck, and a motor cycle. A company interested 
in the matter reported that, in its estimation. there were about 
10.000 automobiles and trucks in Japan and 3,000 motor cycles. 
Williams said present motor merchandising conditions were in 
a very unhealthy state and that American supremacy in that 
trade was a matter of speculation unless some action was taken 
by American exporters. Hastily constructed import and export 
organizations, resulting from the demands of wealth rapidly 
accumulated during the war, he said, had bred a number of 


evils that were seriously handicapping the legitimate growth 
of the industry. 





Cost of Present Strikes—Russians who rocked the boat are 
supposed to be about the most witless people on earth. Yet 
the superior intelligence of American leaders, it might be 
pointed out, was not sufficient this year to prevent strikes, 
the wage loss in which amounts to $8,000,000 a day. That is 
just eight times the maximum daily cost of the Civil War to 
the government, and equal to about 40 per cent of the maximum 
cost to the government of the world war. Two million work- 
ers are estimated, by business reviewers, to be on strike at 
the present time. Their wages are counted at fifty cents an 
hour or $4 a day. The number on strike may be over-estimated. 
It usually is. Labor leaders, like political leaders, are not averse 
to being considered at the head of great popular movements. 
Adding a cipher here and there is not regarded as a heinous sin. 
It is suggested that if only 1,000,000 men and women were 
voluntarily idle, the loss would mean much to those who con- 
tinued on the jobs because, even if the strikes were settled 
favorably for the strikers, the additions to their pay would 
not make up the losses. The most serious thing, however, is 
the indirect loss that will result from the part time employ- 
ment in other industries that will follow the destruction of 
the buying power of the strikers. The fact that the textile 
and other strikes other than the coal and railroad walk-outs did 
not appear to cause any great shortage of goods suggests the 
thought that, perhaps, the textile industry, like coal mining, 
is developed beyond the needs of the country and that, after 
all, such strikes may be merely a crude way of reducing the 
industries to about the size they should be to meet the real 
demands of the country. Long continuance of the coal strike 
has raised the question whether many of the mines now closed 
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will not remain closed, even after the strike is at an end. Long 
idleness for the capital employed in them may be more serious 
for it than the idleness of the miners. Another thought is sug- 
gested by the declaration of mine strike leaders that many 
of the strikers are employed in other industries. It is that if 
the miners long continue in them they will force idleness on 
themselves in their new jobs by helping produce the scarcity 
of coal that will close other industries. 





The Commission and Coal Prices—Secretary Hoover’s proposal 
that cars be not furnished to mines that have raised the price 
of coal above the $3.50 limit fixed by Dr. Garfield, which Attor- 
ney-General Daugherty said would be legal because it would 
not be in violation of any federal law, is not to be found 
in the Commission’s service orders. There is good reason for 
its omission. It might not be in violation of any federal law, 
other than the constitution of the United States and the theory 
on which the federal government is founded. That theory is 
that when a federal official or a federal body does anything, 
it must be prepared to show, not that it does not violate some 
law enacted by Congress, but that he or it did the thing ques- 
tioned by reason of a federal law he or it can identify and show 
to the court. Mr. Daugherty is the government’s chief counsel, 
but the brand of law advice uttered by him in the opinion given 
to Secretary Hoover did not cause any great enthusiasm at the 
Commission. That body, when it issued its service orders, kept 
within the four corners of the law authorizing it to give orders 
for the movement of cars. It is believed that it would worry 
Mr. Daugherty a great deal to find anything in the car service 
sections warranting the Commission to forbid a railroad com- 
pany to provide cars for a shipper of coal simply because it 
did not like the price he asked for that coal. It might so ad- 
minister the car service sections that such an operator would 
obtain only the minimum of cars, but if it did undertake so 
to punish a profiteer, it is suspected, not all the sirens ever 
existing or imagined could persuade a commissioner to admit it 
was making the operator’s price the test of his right to have 
cars. It is possible that the west Kentucky operators accused 
of running their prices up to $12 or $13 a ton may have trouble 
in getting crs. If they have, they will have nothing on paper 
to show that the Commission turned itself into a _ profiteer 
punisher. A. E. H. 


REVENUE FREIGHT LOADING 


In the week ended July 15—the second week of the railway 
shopmen’s strike— the loading of all commodities, with the 
exception of coal, totaled 783,573 cars which has only been ex- 
ceeded during the high loading weeks of September and Octo- 
ber, 1920, and which is only 8,295 cars, or 1 per cent, below 
the peak loading of October 15, 1920, when, including coal, 
1,018,539 cars were loaded. ‘That figure was the peak in the his- 
tory of the roads. 


The total loading for the week ended July 15, including 
coal, was 860,907 cars, an increase of 142,588 cars over the 
preceding week, which included the Fourth of July. It was 
86,023 cars more than the loading of the corresponding week 
of last year, and 81,944 cars less than in the corresponding 
week of 1920. 

Coal loading increased from 68,996 cars in the week ended 
July 8 to 77,334 cars in the week ended July 15. However, coal 
loading was still considerably below the loadings of the weeks 
immediately preceding July 1, when they were running from 
92,000 to 96,000 cars. 

The figures for the week ended July 15 show that the shop- 
men’s strike had no effect on the loading of commodities other 
than coal, but apparently slowed down coal loading. 

Grain and grain products loading total 48,911 cars—the 
highest since the week of March 5, 1922. 

Live stock loading totaled 30,216 cars—the highest since 
the week of May 7, 1922. 

Ore loading totaled 69,162 cars—the highest since the week 
of October 22, 1920. 

Coke, forest products, merchandise, L. C. L., and miscella- 
neous loading showed substantial increases over the previous 
week and the same period last year. 

The loading by districts in the week ended July 15 and in 
the corresponding week of last year was reported by the car 
service division of the American Railway Association as fol- 
lows: 

Kastern district: Grain and grain products, 10,752 and 
9,500; live stock, 3,229 and 2,677; coal 7,744 and 42,142: coke, 
1,838 and 819; forest products, 5,603 and 4,454; ore, 7,110 and 
1,769; merchandise, L. C. L., 70,084 and 56,503; miscellaneous, 
91,126 and 69,841; total, 1922, 197,436; 1921, 187,705; 1920, 228. 
266. 

Allegheny district: Grain and grain products, 3,156 and 
3,824; live stock, 2,455 and 2,516; coal, 15,888 and 44,494; coke, 
4,483 and 1,847; forest products, 2,987 and 2,527: ore, 11,657 
and 7,073; merchandise, L, C. L., 49,984 and 41,783: miscel- 
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laneous, 77,991 and 49,834; total, 1922, 168,551; 1921, 153,898; 
1920, 192,082. 

Pocahontas district: Grain and grain products, 256 and 
253; live stock, 215 and 222; coal, 22,174 and 20,800; coke, 272 
and 92; forest products, 1,416 and 1,394; ore, 62 and 23; mer- 
chandise, L. C. L., 2,336 and 5,152; miscellaneous, 4,202 and 
3,714; total, 1922, 33,933; 1921, 31,650; 1920, 34,618. 

Southern district: Grain and grain products, 5,098 and 
4,562; live stock, 2,549 and 2,215; coal, 16,266 and 18,904; coke; 
884 and 254; forest products, 19,350 and 13,837; ore, 1,192 and 
215: merchandise, L. C. L., 36,589 and 34,056; miscellaneous, 
40.763 and 34,697; total, 1922, 122,691; 1921, 108,740; 1920, 129,- 
127. 

Northwestern district: Grain and grain products, 10,449 
and 8,898; live stock, 8,722 and 6,372; coal; 7,215 and 6,451; 
coke, 1,672 and 493; forest products, 13,672 and 10,040; ore, 
47,050 and 20,823; merchandise, L. C. L., 30,280 and 27,251; mis- 
cellaneous, 40,586 and 33,549; total, 1922, 159,646; 1921, 113,877; 
1920, 168,504. 7 

Central Western district: Grain and grain products, 13,478 
and 20,618; live stock, 10,333 and 8,335; coal, 5,195 and 14,213; 
coke, 376 and 171; forest products, 6,669 and 5,616; ore, 1,719 
and 696; merchandise, L. C. L., 33,514 and 31,307; miscellaneous, 
46,168 and 35,671; total, 1922, 117,452; 1921, 116,627; 1920, 127,261. 

Southwestern district: Grain and grain products, 5,722 and 
9,528; live stock 2,713 and 2,130; coal, 2,852 and 4,284; coke, 
173 and 131; forest products, 8,424 and 5,961; ore, 372 and 800; 
merchandise L. C. L., 15,493 and 15,111; miscellaneous, 25,449 
and 24,442; total, 1922, 61,198; 1921, 62,387; 1920, 62,993. 

Total, all roads: Grain and grain products, 48,911 and 57,183; 
live stock, 30,216 and 24,467; coal, 77,334 and 151,288; coke, 9,698 
and 3,807; forest products, 58,121 and 43,829; ore, 69,162 and 
31,399: merchandise, L. C. L., 241,180 and 211,163; miscellaneous, 
326,285 and 251,748; total, 1922, 860,907; 1921, 774,884; 1920, 
942,851. 


The average daily surplus of freight cars in good order to- 
taled 233,029 in the period July 8-15, as compared with 239,160 in 
the preceding period, a decrease of 6,131 cars, according to 
the report of the car service division of the American Railway 
Association. The average daily shortage was 6,097, as compared 
with 2,089 in the preceding period. 

The average daily surplus of coal cars increased from 146,- 
743 in the period July 1-8 to 151,727 cars in the period July 8-15. 

The surplus was made up as follows: Box, 48,219; ventilated 
box, 2,610; auto and furniture, 854; total box, 51,683; flat, 3,579; 
gondola, 71,498; hopper, 80,229; total, all coal, 151,727; coke, 
3,902; S. D. stock, 9,369; D. D. stock, 1,236; refrigerator, 8,614; 
tank, 440; miscellaneous, 2,479; total, 233,029. 

The shortage was made up of 3,417 box, 92 auto and furni- 
ture, 174 flat, 1,902 gondola, 300 hopper, 13 S. D. stock, 175 re- 
frigerator, and 24 misceilaneous cars; total, 6,097. 


In a review of car surplus and shortage of serviceable 
freight cars by classes from January 1, 1919, to July 1, 1922, 
the car service division of the American Railway Association 
this week said: 


Box car sulplus reached its peak on March 1, 1919, with 198,000 
cars, Which required more than six months to reduce to a shortage ot 
44,000 cars on September 15, 1919, the shortage continuing until the 
end of the year 1920, reaching the highest point of 80,000 cars on Sep- 
tember 1, 1920. Surplus box cars again started on the upward trend 
November 1, 1920, and reached the peak for 1921 of 197,000 cars on 
January 15, which followed the same trend as in 1919, reaching the 
lowest point on November 1, 1921, of 23,000 cars, with practically no 
shortage and again followed the upward trend of the fall of 1920 to 
the peak in 1922 on January 1, 1922, of 192,000 cars, or about 6,000 
cars less than the peak of 1919, and six months afterwards we still 
have a surplus of over 60,000 box cars on July 1, 1922. 

Surplus of open top cars reached the highest point in 1919 on 
April 1, of 184,000 cars, which was not entirely eliminated until after 
September 1, and was largely due to heavy coal loading in anticipation 
of the coal miners’ strike of November 1, 1919, the shortage continuing 
through the year 1920, reaching the highest point in August, 1920, ot 
15,000 cars. The same trend of 1919 was followed in 1921, reaching 
the highest point on April 1, 1921, of 250,000 cars and the lowest on 
November 1, 1921, with no shortage, after which it again took an 
upward trend to 222,000 cars January 1, 1922, starting: to decline 
shortly thereafter, due to heavy coal loading in anticipation 
of the coal miners’ strike on April 1, 1922, when it again moved up to 
235,000 cars on May 1, 1922, or 20,000 cars below the peak of 1921, 
since which time it has been gradually decreasing until on July 1. 
1922, we had 147,000 surplus coal cars or 15,000 less than on July 1, 
1921, and 103,000 more than July 1, 1919, just prior to the continued 
shortage. 

Surplus flat, stock and refrigerator cars on July 1, 1922, represent 
26, 43 and 62 per cent respectively of the peaks since January 1, 1/1". 

Total of all freight cars follow practically the same trend as box 
and open top cars on July 1, 1922. the total heing 239,000, or 48 per cent 
of the peak since January 1, 1919. 


PARIS & MT. PLEASANT CERTIFICATES 
R. W. Wortham, receiver of the Paris & Mt. Pleasant Rail- 
road Company, has been authorized by the Commission. to issue 
20 notes in the face amount of $500 each to the J. G. Brill Com- 
pany in part payment for a combination passenger-and-baggage 
rail motor car which will cost $12,500, 
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WESTERN LIVE STOCK RATES 


Three dissents, written by Chairman McChord, Commissioner 
potter and Commissioner Campbell, were attached to Commis- 
sioner Hall’s report, on further argument, in No. 12146, National 
Live Stock Shippers’ League et al. vs. Atchison, Topeka & Santa 
Fe et al., opinion No. 7729, 69 I. C. C. 407, Traffic World, July 22, 
in which the Commission held the record insufficient to 
warrant an order for any reductions in live stock in the western 
and Mountain-Pacific groups, other than those continued in effect 
py its decision in Reduced Rates, 1922. 

Chairman McChord said that to his mind the general reduc- 
ijjons prescribed in Reduced Rates, 1922, did not measure up 
io the requirements in this case. 

“T am convinced,” said he, “that far more substantial reduc- 
tions Of all live stock rates should be made and without delay. 
The grave condition of the live stock industry was reviewed in 
ihe original report of the majority, and the consequences to the 
public of its continued stagnation or ultimate atrophy can easily 
be comprehended.” 

Potter took the position that the Commission should not 
oly have made the temporary reductions permanent, but should 
have permitted live stock rates, so reduced, to share in the 10 
pr cent reduction on other commodities. He did that on the 
assumption that the reductions made as a result of the first re- 
prt in this case brought the live stock rates into proper rela- 
tion With rates on other commodities and that when that was 
done the 10 per cent reduction also should have been added. 
He discussed the change wrought by the transportation law. He 
said it had changed the direction of the Commission’s thought 


and duty in fixing rates. In justification of his advocacy of an 
additional reduction he said: 


The transportation act to some extent changed the direction of 
ow thought and duty in fixing rates. The total amount of prospec- 
tive revenues has been given influence in the determination of rate 
sales. We are permitted to consider carriers by groups in pro- 
viding for aggregate revenues and have been given important powers 
with respect to the divisions of joint rates. We are not so limited as 
formerly to a consideration of the relation between cost of handling 
{ particular commodities and the returns from the application to 
them of existing rates. We are required to determine an aggregate 
of compensation, based upon the value of property used, to which 
arriers are entitled for the aggregate service which they render. 
We should fairly apportion that aggregate in fixing rates on different 
ommodities and in doing so should consider public interest as well 
‘s carrier interest. .To some extent we are at liberty to distribute 
the burden where, from the public standpoint, it can best be borne. 

Much is needed in the way of ironing out the general rate ad- 
justment to a sounder basis. In accomplishing this readjustment there 
should be aim to lessen the burden of transportation upon the uni- 
versal essentials. Commodities which supply food, clothing, heat; 
ind shelter are such essentials. They constitute the basis of the 
nation’s operating expense. So long as a plentiful supply of these 
commodities at moderate cost enables one to live well, within the 
inits-of his income, he is likely to be contented. If social and in- 
lustrial unheaval ever develops in this country, it will be at a time 
when high prices and low wages cause a general pinch. The preserva- 
tion of sound conditions in the public interest at all times requires 
special regard for the transportation burden on the essentials named. 
_ When by our report in Increased Rates, 1920, we authorized rate 
nereases to offset increased operating expenses, by the necessity for 
trompt action we were compelled to authorize increases on a general 
percentage basis. A discriminating increase applied differently as be- 
‘ween essentials and nonessentials would have been fairer. Costs 
% production an@ transportation bore so heavily on producer and 
tonsumer that the distribution of the burden of the increased revenues 
leeded by the carriers required extreme care in determining where 
that burden should be placed. We did not then have time to do our 
lull duty. Many unsound adjustments which we then permitted 
lave since been corrected. We now have opportunity to make another 
vrrection respecting live stock. 


_ The Commission, in a report on No. 11983, Moshassuck 
Valley Railroad Company vs. New York, New Haven & Hart- 
lord et al., opinion No. 7722, 69 I. C. C. 368-75, held the Mo- 
shassuck was a common carrier entitled to receive divisions 
out of joint rates or have its switching charges absorbed by 
toads having the line haul. It further held, however, that the 
resent divisions received by that railroad, from the New 
Haven, its only trunk line connection, were not unreasonable, 
induly prejudicial or less than compensatory. Therefore it de- 
Med the prayer for an increase in divisions. 

telief, however, was given the complaining road by a hold- 
ing that under the per diem arrangement in effect since Sep- 
tember 1, 1920, the present divisions have not produced suf- 
leient revenue to meet the cost of interchange switching, ex- 
tlusive of any return on the investment, and that as a substi- 
lute for that arrangement, the carriers involved should put into 
eration the car detention scheme prescribed by the Commis- 
‘ion in Birmingham Southern vs. Director-General, 61 I. C, C. 
%»1. Tt went further and said that that arrangement should be 
made retroactive to September 1, 1920. It authorized settle- 


ment of accounts between the two roads on that basis. 

The Moshassuck is an industrial road, chartered in 1874, 
and operating a line between Woodlawn Junction and Sayles- 
ville, R. I., having 4.86 miles of track, of which 1.96 miles are 
called main track. Its equipment consists of 3 locomotives, 20 
box cars, 4 coal cars and one passenger coach. It interchanges 
no equipment with the New Haven. 

In its complaint it asked for an increase of 2 cents per 100 
pounds in its divisions on the first three classes and one cent on 
each of the other three classes, with a minimum allowance of 21 
cents on less-than-carload traffic. It said it was satisfied with 
its divisions on coal, amounting to 21 cents on tidewater coal 
and 37.8 cents on all-rail. 

The Commission heid that but for the unsatisfactory arrange- 
ment for the detention of cars, the divisions would be adequate to 
assure a return on the investment in excess of 6 per cent. 

Commissioner Hall dissented. He said there was no issue 
before the Commission as to car-detention rules, that there had 
been no hearing on such an issue and that an order requiring 
the defendants to “pay out moneys -lawfully acquired, could not 
be enforced.” He said the Commission’s practice and procedure 
were liberal, but added they “should not become so liberal as to 


result in findings without issues, without evidence and without 
sanction.” 


COAL RATES TO GEORGIA 


In a report on No. 11999, West Kentucky Coal Bureau vs. 
Louisville & Nashville et al., opinion No. 7738, 69 I. C. C. 443-8, 
with Commissioner Campbell dissenting, the Commission found 
the rates on soft coal from western Kentucky mines on the 
L. & N. to Chattanooga and points in northern Georgia unrea- 
sonable and unduly prejudicial to the extent they exceed, or 
may exceed, by more than 50 cents a ton the net ton rates 
from the Jellico-Middlesboro group on the L. & N. to the same 
destinations. 

It further held that the maintenance of rates to Savannah 
and Port Wentworth, for export, from the same mines, more 
than 60 cents higher than from the Wind Rock, Tenn., group 
on the L. & N. unduly prejudicially to the western Kentucky 
mines. 

Commissioner Campbell dissented on the ground that if the 
L. & N. chose to maintain rates “around Robin Hood’s barn” 
from the Harlan group, he saw no reason why the rates from 
the western Kentucky mines should be more than 30 cents 
higher than from the competing group. 

Rates lined up in accordance with findings set forth are 
to be published not later than October 22. 


SWITCHING AT FORT WORTH 


Orders of reparation have been made by the Commission 
in a supplemental report on No. 11935, Swift & Co. et al. vs. 
Fort Worth & Denver City et al., opinion No. 7739, 69 I. C. C. 
449-50, the original report in which was made in 61 I. C. C. 77. 
In the original report the Commission found the increased 
charges to and from industries on the Fort Worth Belt at Fort 
Worth, Tex., resulting from the refusal of the M. K. & T. of 
Texas and the Texas & Pacific to increase their absorptions, 
were not justified. The question of how much reparation was 
due was remitted for later hearing, which has been held. The 


Commission held Swift & Co. should receive $96.90 and Armour 
& Co. $220.15. 


CYANAMID RATES CONDEMNED 


A finding of unreasonableness and an award of reparation 
have been made in No. 11421, American Cyanamid Company vs. 
Director-General, Michigan Central et al., opinion No. 7713, 69 
I. C. C. 337-44, as to carload rates on cyanamid, from Suspension 
Bridge, N. Y., and Niagara Falls, Ont., to San Francisco, Los 
Angeles and other destinations in California on the coast. The 
carriers are to establish the rates found reasonable, not later 
than September 6, on five days’ notice. Reparation was ordered 
io the basis of the rates found reasonable, even as to shipments 
moving through Canada, on the principle laid down in Larrowe 
Milling Co. vs. W. & L. E., 52 I. C. C., in which it held the 
liability of parties to joint rates for transportation partly in 
Canada, to make reparation, was joint and several, so that, even 
if it could not order the establishment or maintenance of rates, 
it could award reparation if it found them unreasonable. 

To be on the safe side of the proposition, however, the 
Commission said the factors west of St. Louis were without 
doubt within its jurisdiction. It therefore held the rates from 
Suspension Bridge, on the American side, and from Niagara 
Falls, on the Canadian, were, are, and for the future will be, un- 
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reasonable to the extent the factors beyond St. Louis exceed or 
may exceed 81.5 cents, minimum 60,000 pounds, subject to the 
increases allowed August 26, 1920, and the decreases of July 1, 
1922. It held the charges, not the rates, from Niagara Falls, 
Ont., to the destinations mentioned were unreasonable to the 
extent they exceeded $1 before and $1.335 after August 26, 1920, 
minimum 60,000, and that reparation should be made to the 
bases mentioned. 

This order will have the effect of placing cyanamid on a 
level with other ammoniates, from group D points, which in- 
cludes St. Louis, particularly with sulphate of ammonia, with 
which, according to the report, cyanamid competes as a fer- 


tilizer constituent, although it is less efficient in crop-growing 
properties. 


PYRITES RATES LAWFUL 


An order of dismissal has been made in No. 12403, Grasselli 
Chemical Co. vs. Director-General, Chesapeake & Ohio et al., 
opinion No. 7737, 69 I. C. C. 441-2, the Commission holding that 
rates on iron pyrites, from Arminius Mines, Va., to Canton and 
Niles, O., had not been shown to be or to have been unrea- 
sonable or otherwise unlawful. 


RATE ON PINE TIMBERS 


A finding of unreasonableness and an order of reparation 
have been made in No. 11553, Beaumont Chamber of Commerce 
vs. Director-General, Beaumont, Sour Lake & Western et al., 
opinion No. 7744, 69 I. C. C. 471-3, as to a rate of 19.5 cents on 
yellow pine timbers, for export, from Bonway and Wiergate, 
Tex., to Beaumont. The Commission held it was unreasonable 
to the extent it exceeded 11 cents and ordered reparation 
amounting to $1,329.56. Nine cars moved on a Texas state rate 
of 11 cents. The Commission said undercharges were outstand- 
ing on them, but told the railroads to waive their collection. 
The traffic in question moved between July 1, 1918, and Feb- 
ruary 14, 1919. Cancellation of export rates by General Order 
No. 28 laid the foundation for the case. Prior to its issuance 
an export rate of 7 cents was in effect and the complainant sold 
timbers on a contract to protect that rate. Cancellation brought 
into effect the class D rate of 19.5 cents on export stuff, but 
left in effect a rate of 9 cents on stuff moving coastwise. That 
rate was extended March 24, 1919, to the export traffic and the 
complainant sought reparation to that basis. The Commission, 
however, held that a rate of 11 cents would have been rea- 


sonable. The class D rate yielded 4.87 cents per ton-mile for 
a haul of 78 miles. The 11-cent rate yielded 2.82 cents per 
ton-mile. The higher earning, the Commission said, was ex- 
cessive. 


TRAFFIC AT HASTINGS, MINN. 


The Trafic World Washington Bureau 


The Commission has told the Milwaukee to agree on terms 
and compensation whereby the Burlington’s traffic will be taken 
into Hastings, Minn., over the tracks of the Milwaukee, basing 
its direction on a conclusion reached in No. 11508, Hastings 
Commercial Club et al. vs. C. M. & St. P. et al., that, under 
paragraph four, section three, it would be in the public interest 
for the Milwaukee to handle the Burlington’s traffic into that 
city. It held that such handling of Burlington traffic would not 
prevent performance of its duty by the Milwaukee. 

This report also covers 11657, Montana and Dakota Grain 
Company vs. Director-General et al., in which the complainant 
contended that the refusal of the Milwaukee to take a Burling- 
ton car into Hastings was misrouting. The Commission dis- 
missed the case. The object of the complaint was to compel the 
Milwaukee to handle Burlington traffic into Hastings. 

Hall, Daniels, and Potter dissented in these cases. 


PETROLEUM RATE TO BE CANCELLED 


The Trafic World Washington Bureau 


The sore spot in the petroleum rate structure near East St. 
Louis caused by the tariff of the little road between Madison and 
Litchfield, Ill., which carried a provision for the application of 
the combination rule, is to be removed by the cancellation, on 
one day’s notice, of the rule which would bring into play the 
rule in the Sligo case. (See Traffic World, July 22, p. 168). Af- 
ter the discovery of the applicability of that rule between the 
two Illinois towns mentioned, it was discovered that the Illinois 
Terminal tariff also carried that rule. The Standard Oil Com- 
pany asked the Commission for a quotation of the rate from 
Wyoming to Chillicothe, O., made by combination, not on only 
one of the two short roads, but on a route which would embrace 
both roads on a movement over a loop composed of them from 
East St. Louis and back and then to the Ohio city. It suggested 
the rate legally applicable over the route in which the little roads 
would constitute a loop, would be lower than the combination 
of vag joint rates to and from the river, without use of the little 
roads. 


The attention of the little roads was called to the anomalous 
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situation with a suggestion thai they cancel out the rules. They 
agreed to do so on statutory notice, but the Commission suggested 
they use a sixth section permission and do the cancelling on one 
day’s notice. The Commission sent them such permission, al- 
ready made out so there would be no delay. 

The Commission, July 21, denied sixth section permission to 
the C. & N. W., in connection with the C. M. & St. P., to make 
a proportional on petroleum from Casper to the Mississippi of 
39.5 cents to enable it to meet the peculiar rate situation at 
East St. Louis produced by the tariff of the short lines, which, 
if applied under the sligo rule, would result in cutting rates 
to points east of the Mississippi. The denial also extends to 


the making of a proportional of 45.5 from Crowley and Grey- 
bull. 


ORE SUSPENSIONS VACATED 


The Trafic World Washington Bureay 


In I. and S. 1514, trunk line and ex-lake iron ore rates, for- 
mal docket No. 11268, Ringwood Company vs. Director-General, 
and No. 11359, Wharton Steel Company vs. Director-General, 
the Commission holds that the proposed reductions in local and 
import rates on iron ore in Eastern Trunk Line territory had 
not been shown to be unlawful and directs the vacation of its 
suspension orders. It holds the proposed reductions in ex-lake 
rates to destinations in central and trunk line territories un- 
lawful and requires the suspended schedules to be cancelled, 
It further holds rates on ore from Wharton and Ringwood, N. J., 
to eastern furnace destinations not unreasonable but unduly 
prejudicial as compared with the rates on ex-lake ores moving 
to the same destinations from Buffalo. It denies reparation. 
It holds the ex-lake rates unlawful because they would tend to 
cast an undue burden on other traffic, such as coal, and tend 
to break down the rates initiated by the Commission under au- 
thority of section 15-A. It holds that the establishment of the 
rates from Ringwood and Wharton now under suspension, and 
the maintenance of ex-lake rates existing since July 1, would 
remove the undue prejudice. 

Meyer, Atchison, and Potter dissented on the ground that 
the reason for condemning the ex-lake rates was too indefinite. 


LOAN TO TENNESSEE CENTRAL 


The Trafic World Washington Bureau 


The Commission, under date of July 22, made public a re- 
port approving a loan of $1,500,000 to the Tennessee Central 
Railway Company to aid the company in meeting maturities 
and in providing itself with equipment and additions and better- 
ments. The application was filed February 10, 1922. At the 
end of that month the Commission’s authority to make loans 
from the $300,000,000 revolving fund expired. Action on the 
application was delayed because the Commission made the com- 
pany comply with a number of conditions before it would ap- 
prove the loan. 

The Commission said the carrier asked now for an advance 
only of $563,000, requesting that the Commission defer con- 
sideration in respect of certification of the remainder, $937,000. 
Therefore, it said, it would certify at this time a loan of $563,- 
000. 

The $563,000, under the order, will be used to meet maturing 
indebtedness of $75,000; to pay for 8 Mikado locomotives which 
will cost $210,000, and to pay for additions and betterments 
costing $278,000. 

The application for a loan followed reorganization of the 
Tennessee Central Railroad Company by the railway company 
which acquired the property through a receiver’s sale in Janu- 
ary, 1922. 

The Commission said the applicant would be authorized to 
issue $563,000 of first mortgage 25-year 6 per cent gold bonds 
and $210,000 of equipment trust certificates, in respect to the 
capital expenditures from the proceeds of the loan of $563,000. 
These securities will be pledged with the Secretary of the Treas- 
ury for the loan, in addition to other security required under 
the order. 

The purchase price of the property was $1,500,000. The 
Commission said the company would be authorized to issue 
$1,500,000 of 6 per cent first mortgage gold bonds and $3,000,000 
of common capital stock. ' 

Commissioner Eastman dissented, but wrote no dissenting 
opinion. 

As indicated in the decision approving a loan to the Ten- 
nessee Central, the Commission later issued an order authorizing 
the issuance of $3,000,000 of common capital stock, $1,500,000 of 
first-mortgage 6 per cent gold bonds, $563,000 of first-mortgage 6 
per cent gold bonds, and authorizing the company to assume 
obligation and liability in respect of $850,000 of promissory notes 
and $210,000 of equipment trust. certificates. 


You can get the day’s important traffic news every 
working day in the year through THE DAILY 
TRAFFIC WORLD. 
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DEMURRAGE ON COAL 


Reparation on account of illegally collected demurrage 
charges on various carloads of coal has been recommended by 
Examiner Charles R. Seal, in a report on No. 13464, Republic Coal 
Company vs. Chicago, St. Paul, Minneapolis & Omaha. Seal 
said the Commission should hold that Hocking Valley car No. 
9614 detained at Hammon, Wis., was an unclaimed shipment and 
not subject to demurrage during a part of the period for which 
demurrage was assessed and that Burlington car No. 176869 was 
subject to demurrage during the period it was held at Ham- 
mond. He recommended a finding that charges on three cars 
held at Worthington, Minn., were assessed in excess of the days 
to which demurrage was legally applicable. 

The facts were stipulated by the parties, the only questions 
peing as to the applicability of the tariffs to the situations dis- 
closed. The cars were held in the latter part of December, 1920, 
and January, 1921, because of the inability of consignees to pay 
charges and their final refusal of the shipments. The questions 
arose as to whether the shipments to Hammond were unclaimed 
or refused shipments, or neither. 

The examiner said the Commission should find that a mere 
declaration of the consignee of an intention to take delivery was 
not a claiming of the car and that after five days such cars 
should have been classed as unclaimed. That was the fact with 
regard to the Hocking Valley car. With regard to the Burling- 
ton car, the fact was that the consignee held the car for five days 
and then refused it. On that the examiner said the demurrage 
should be collected for the five days. 

The question with regard to the cars at Worthington was as 
to whether the notice of the consignee to the complainant of an 
intention to refuse was notice of refusal sufficient to absolve the 
carrier from its duty to notify the consignor in case of refusal. 
The examiner said the Commission should find demurrage could 
not accrue until after the company had given notice of the re- 
fusal, especially in view of the fact that its duty in that regard 
was to the Consolidated Coal Co. and not to the complainant, 
the shipments in question having been made on-that company’s 
account, by the complainant. 


DOCK CHARGES NOT UNREASONABLE 


Assistant Chief Examiner Ulysses Butler has recommended 
the dismissal of No. 12864, John A. Merritt & Co. vs. Central of 
Georgia et al., on a holding that rates on coal from Acmar, Ala., 
to Pensacola and the handling charges assessed at the Louis- 
Ville & Nashville docks at the port, are not unreasonable, and 
that the complainant had not shown itself to have been damaged 
by the undue prejudice alleged. 

The undue prejudice consisted in the fact that a charge of 
two cents per ton was imposed for handling coal from the mines 
on the Central of Georgia passing over the Louisville & Nash- 
ville docks, while no such charge was made for coal from mines 
on the L. & N. nor from group 1 mines on the St. Louis-San 
Francisco. The Louisville & Nashville said it was customary to 
assess no charges on coal originating on the lines of the owner 
of the dock and that the exemption from that charge, of coal 
coming from St. Louis-San Francisco mines, was made during 
federal control, against its protest. The allegation of undue 
prejudice was founded on shipments between March 1, 1920, and 
March 1, 1921. It was also based on a comparison of the rates 
from Acmar to Mobile and New Orleans. No coal moved to 
Mobile over the L. & N., the examiner said, during the year in 
question. It also said the rates on coal to Mobile and New Or- 


leans were depressed by water and market competition not pres- 
ent at Pensacola. 


DEMURRAGE PROPERLY ASSESSED 


Examiner Joseph F. Eshelman has recommended the dismissal 
of No. 13390, Fred G. Clark Company vs. New York Central et 
al, on a finding that demurrage and reconsignment charges im- 
posed on a tank carload of lubricating oil, shipped from North 
Warren, Pa., to Indianapolis in September, 1921, and then re- 
consigned to the complainant at Cleveland, except as to an error 
im the calculation of the number of days demurrage was running 
were properly assessed. He said the demurrage overcharge, 
Dased on what he said was a count of three days too many should 
be returned and the complaint dismissed. 

The complainant contended that the charges, amounting to 
$278, were improperly assessed because they arose from the error 
of the principal defendant in that it changed the bill of lading 
from an “order notify” to a straight bill. The car, as shipped, 
Was consigned by the complainant to itself at Indianapolis, 
“hotify Denham Oil Co.” In transferring the car from the New 
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York Central to the Big Four the order notify part of the bill 
was omitted. The complainant, having no offices in Indianapolis, 
could not be notified of the arrival of the car. The Big Four 
found out that an oil company other than the Denham was ex- 
pecting a carload of oil from North Warren, so it set this particu- 
Yar one on its track. But the car set on the track was not the 
one that was expected. When the Big Four did find the “order 
notify” consignee, the latter, after various delays, declined the 
car, because, among other things, it claimed the car had been 
tampered with and for another thing that the consignor had tried 
to sell the oil to one of its customers. 

Declination finally took place September 30, twenty-eight 
days after the car was started from North Warren, and six days 
after the “order notify” consignee had been notified. 

The consignor unsuccessfuly tried to dispose of the car west 
of Indianapolis. It finally filed a claim against the Big Four for 
the value of the oil, which that company declined to honor. 
November 10 it ordered the car back to Cleveland and paid all 
the claims, filing the complaint to recover them on the ground 
that they arose through the failure of the carriers to transport 
in accordance with the bill of lading. 

Eshelman said the Commission should hold the fault of the 
carriers was not the proximate cause of the accrual of the 
claims, but that they were caused by the refusal of the ship- 
ment by the Denham Oil Co. 


OVERCHARGE ON GRAPES 


A finding that the shipment was overcharged and an order 
of reparation have been advised by Examiner I. L. Koch in 
a report on No. 13388, Ginocchio-Jones Fruit Co. vs. Director- 
General, as agent, as to a carload of grapes from Fresno to 
Chicago, reconsigned to Kansas City back over the route over 
which the car moved from Kansas City to Chicago. Koch said 
there were no restrictions on the routing of traffic nor did the 
reconsignment rule in the applicable tariffs forbid back or out 
of line hauling. On the contrary, the reconsignment rule per- 
taining to fruits, he pointed out, expressly exempted such haul- 
ing from the application of any penalty. 

That being the state of the tariff publications, Koch ex- 
pressed the opinion that the Commission should hold that the 
shipment was overcharged to the extent that the rate collected 
exceeded $1.44 per 100 pounds. A combination of $2.005 was 
imposed, made up of the $1.44 rate applicable to either Kansas 
City or Chicago, plus the local of 56.5 from Chicago to Kansas 
City. 

According to the examiner’s report, the Director-General ad- 
mitted at the hearing that there were no restrictions in the 
tariff whereby the routing would or could be circumscribed, and 
admitted that if the shipper had desired he could have routed 
the car via El Paso, New Orleans and Chicago to Kansas City. 
The Director-General said it was not customary to route ship- 
ments in that way. He said that under the complainant’s 
reasoning the carriers would have to protect the rate from 
Fresno to Denver via El Paso, New Orleans, Chicago and Kan- 
sas City. The Director-General argued that, notwithstanding 
the absence of routing restrictions, an out-of-line haul of such 
magnitude should not be required without compensation, at the 
through rate. Koch favored a strict interpretation of the tariff 
and an award of reparation measured by the local rate from 
Chicago to Kansas City, the imposition of which, he said, should 
be held to have constituted an overcharge. 


FISH TARIFF INTERPRETED 


Examiner P. E. Gault has recommended the dismissal of 
No. 13382, William M. Payne, doing business as W. M. Payne 
Company, vs. American Railway Express Co., on a holding 
that the charges collected on seven carloads of fresh fish, 
shipped in ice during July and August, 1920, from Selkirk, 
Manitoba, to Chicago, were legally applicable. The question 
was one of tariff interpretation. The complainant contended 
the charges should have been assessed on the net weight of 
the fish. The express company said they should be on the 
weight of the fish, plus 25 per cent for ice, unless the gross 
weight should be less. The examiner said the Commission 
should hold the express company’s contention was proper. 


RECIPROCAL SWITCHING ADVISED 


Extension of the reciprocal switching ordered by the Com- 
mission in 58 I. C. C. 647, has been recommended by Examiner 
Paul O. Carter in a report on No. 13205, Chicago, Lake Shore 
& South Bend vs. Lake Erie & Western et al. on a holding 
that the refusal of the trunk lines to perform reciprocal switch- 
ing for the complaining electric line at Michigan City, Ind., 








232 THE 


constituted unjust 
that electric road. 

In the case to which reference has been made, the Com- 
mission directed the Lake Erie & Western to enter into re- 
ciprocal switching arrangements with the electric line, the order 
running against the Director-General. Now the _examiner 
thinks a similar order should be made with respect to the 
Michigan Central, Pere Marquette and Monon. 


ZION CITY LOSES A RATE CASE 


Examiner P. E. Gault has recommended the dismissal of 
No. 13447, Zion Institutions & Industries (Wilbur Glenn Voliva) 
vs. Evansville, Suburban & Newburgh Railway Co. et al., on a 
holding that rates on soft coal from various points near Evans- 
ville, Ind., to Zion City, Ill., and Chicago are not unreasonable. 
The case for relief, the examiner said, rested largely upon the 
fact that the rate against which the complaint was leveled was 
voluntarily reduced. 


discrimination and undue prejudice against 





PEANUT RATES TOO HIGH 


Reparation on account of an unreasonable rate on peanuts 
has been proposed by Examiner J. P. McGrath in a report on No. 
13484, Fletcher & Wilson Coffee Company vs. Director-General, 
as agent. He said the Commission should hold unreasonable a 
combination of 51.5 cents from Troy, Ala., to Nashville, Tenn., 
to the extent that it exceeded a joint commodity rate of 44 cents, 
which was available under Rule 77, on one day’s notice. After 
the shipment moved that 44-cent rate was made specifically ap- 
plicable from Troy, Ala., to Nashville. 

TRANSIT TARIFF APPLICABLE 

An award of reparation on account of an overcharge has 
been advised by Examiner J. P. McGrath, in a report on No. 
13498, Acme Mills vs. Director-General, Atlantic Coast Line et 
al. He said the Commission should hold that overcharges were 
made on shipments of wheat originating beyond and moving 
through Cairo to Hopkinsville, Ky., there milled and forwarded 
as flour and wheat feed, to points in Carolina and Southeastern 
territories, because the Illinois Central transit tariff was ap- 
plicable and should have been applied to the traffic in question. 





STEEL TANK RATES UNREASONABLE 


A holding of unreasonableness and an award of reparation 
have been proposed by Examiner Warren H. Wagner, in a report 
on No. 13320, Parkersburg Rig & Reel Co. vs. C. B. & Q. et al., 
as to a combination rate $2.84, full fifth class, from Casper, 
Wyo., to Bixby and other California oil producing points taking 
the same rates, on steel tanks, K. D., which moved in August, 
1921. The examiner said the rate should be held unreasonable 
to the extent that it exceeded $1.50, minimum 40,000 pounds. 
That was the contemporaneous rate from Kansas City. The 
defendants, except the Southern Pacific, which was consulted, 
said they had no objection to the inclusion of Casper in the 
group taking Kansas rates on steel tank material. 


PAPER BAG RATES TOO HIGH 
Examiner Harris Fleming, in a report on No. 13359, Western 
Carbon Co. vs. C. B. & Q. et al., said the Commission should 
hold unreasonable and award reparation, the rates on paper 
bags from Cowley, Wyo., to Quinton, Okla., collected on a ship- 
ment in August, 1921. He said the Commission should hold 


unreasonable a rate of $2.315 to the extent it exceeded $2 per 
100 pounds. 


UNDUE PREJUDICE REPARATION 


The Trafic World Washington Bureau 


The Commission has reopened No. 11783, Parkersburg Rig 
& Reel Co. vs. Baltimore & Ohio, and No. 13980, Same vs. Same, 
to permit the complainant to take testimony on the question 
whether it has been damaged by the undue prejudice which 
the Commission has found in the first named case. There has 
been no decision in the second case, but it was reopened be- 
cause the complainant, in its petition, contended there should 
be no finding as to reparation in an undue prejudice case on 
the ground set forth by the Commission—namely, that the com- 
plainant had not shown itself to have been damaged by the 
undue prejudice. 

Attorneys for the complainant made the’point that it was 
impossible to show, by testimony in the first mentioned case, 
that damage had resulted because no outbound shipments of 
fabricated steel tank material had been made from Parkers- 
burg, W. Va., when the complaint was filed, for the correction 
of a situation resulting from the refusal of the carriers to estab- 
lish fabrication in transit at Parkersburg, for material that had 
already been brought into the plant. The complainant alleged 
that unless transit was allowed on the material, it would be 
at a rate disadvantage running as high as 42 cents per 100 
pounds, in the sale of steel tanks to be used for the storage of 
petroleum. It contends, there could be no question about the 
damage to it, because and its competitors all buy steel for 
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ianks on the Pittsburgh basis. That being so, its competitors. 
having the benefit of fabrication in transit, in no instance would 
have an advantage of less than 21.5 cents per 100 pounds, the 
local rate from Pittsburgh to Parkersburg. The Commission, 
in its report on the earlier case, found the complainant, in some 
instances, would be at a disadvantage of 42 cents. Commenting 
on that, the attorneys for the complainant said they now pro. 
posed to show disadvantages greater than 42 cents. 

In their petition they made the point that the Commission 
should have held, in the first case, that such a disadvantage jp 
freight rates made the failure of the railroads to give fabrication 
in transit unreasonable. They made the further point that 
they were not asking for the retroactive application of a transit 
privilege, because no traffic had moved at the time the complaint 
was filed, the whole effort being to create a proper rate situa. 
tion for the future; and that the railroads, from the time the 
complaint was filed, were fully advised as to what was wrong 
with their adjustment. 

The application for reopening was filed in November, 1921, 
before the railroads had obeyed the order of the Commission 
to remove undue prejudice by establishing fabrication at Park. 
ersburg, which they did in December, 1921. The decision which 
the complainant desires reviewed by the Commission was made 
by division 3. That division found the complainant at a dis- 
advantage, in comparison with its competitors, because it had 
to pay the combination of rates to and from Parkersburg, while 
its competitors got the benefit of the through rate from Pitts. 
burgh to final destination, plus the transit charge, which in 
some instances was as low as 2 cents per 100 pounds and in 
some cases 2.5 cents. 


RATES ON PAPER 


The Trafic World Washington Bureau 


In a report on further consideration in No. 9987, Michigan 
Paper Mills Traffic Association et al. vs. Atchison, Topeka & 
Santa Fe et al., the Commission has modified its order so that, 
on not less than five days’ notice and not later than August 
25, the carriers will establish and apply rates on printing or 
book paper and waxed wrapping paper, in carloads, from Kala- 
mazoo, Mich., to the points named below not in excess of the 
following amounts per 100 pounds under or above, as indicated, 


the corresponding rateS contemporaneously maintained from 
Neenah, Menasha, Appleton, Kimberly, Kaukauna, Combined 


Locks, and Green Bay, Wis., to the same destinations: 


To Joliet, Ill. (except via the Michigan Central direct), 2 cents un- 
der the rates from the above-mentioned points in Wisconsin. 

To Aurora, Iil. 

To Evanston, Il. 
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DAMAGED AMMUNITION RULES 


The Commission has changed its rules governing the trans- 
portation of small arms ammunition, prescribed in No. 3666, so 
as to permit the railroads to move, for salvage purposes, qual- 
tities of such ammunition, owned by the United States govern- 
ment, and stored at various points including Raritan and Me- 
tuchen, N. J., and Portsmouth, Va., without strict compliance 
with the Commission’s rules for the packing of such freight. 
The ammunition, accumulated during the world war, has beel 
stored, without shelter so that it and its containers are dam 
aged. The ammunition is not worth repacking. The govell- 
ment, however, has made contracts for salvaging it. The modi 
fications of the rules permit the contractors to move the dam- 
aged ammunition in carload lots. The shells, whether primed 
or unprimed, however, are to be moved only in tight box cal’, 
as prescribed by paragraph 1663(a). 


TAP LINE DIVISIONS 

The Commission, by special permission No. 59728, has alc 
thorized the railroads respondent in I. and S. No. 11, the tal 
line case, to file tariffs, additional supplements or special con- 
necting link supplements, for the purpose of establishing the 
reductions in switching charges or divisions permitted by 16 
seventh supplemental order in the case mentioned, not late? 
than August 20, on not less than one day’s notice. The tariffs 
to be issued under this special permission are to be subject t0 
all the provisions and restrictions of special permission NO. 
59060 (amended). 
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THE 


PRESIDENT CONSIDERS STRIKE 


The Trafic World Washington Bureau 


After a long conference with the President, July 26, Vice- 
president Atterbury of the Pennsylvania said: 

“The President, realizing the importance of the seniority 
question as the crux of the present railroad situation, desired 
io discuss its various angles in a definite settlement of the rail- 
road problem. 

“J expressed to him the opinion that so far as the Penn- 
sylvania system was concerned, that such a question should 
properly be determined by our employes and that the Pennsyl- 
yania railroad would be entirely guided by any determination 
that our employes thought wise, fair and equitable.” 

This statement was construed as meaning that the Penn- 
sylvania would protect the rights of its present employes and 
that the Pennsylvania itself would not yield to the demand of 
striking employes for restoration cf seniority rights. 

Chairman Cuyler of the Association of Railway Executives 
went into conference with the President the morning of July 
7, B. M. Jewell arrived in Washington and went into con- 
ference with labor leaders at his hotel. Secretary Christian 
said the President had not invited Mr. Jewell to come to Wash- 
ington, but that the President would see him if he came to the 
White House. 

That the President will insist on the carriers abandoning 
their stand on seniority is the conclusion of some writers be- 
cause they believe that is the only thing the President can do 
io end the strike. 

After Mr. Cuyler had conferred with 
Jewell and seven other shop craft leaders were ushered into 
the President’s office. Mr. Cuyler said he had gone over the 
entire situation with the President from the viewpoint of the 
yailway executives. He said there might be other conferences 
and that he would remain in Washington, as Mr. Atterbury had 
done. 

Mr. Cuyler said the seniority question was an important 
issue, but not the only one. He said he did not know what Mr. 
Jewell’s position on the seniority and other questions was. He 
said there was no new turn in the situation. The indications 
were, however, that with the President conferring with both 
sides efforts to effect a settlement might be coming to a head. 


the President, Mr. 


Rail Executives to Meet 


Mr. Cuyler, after a conference with the President, lasting 
from 8:30 to 10:30 p. m., said that he would call a meeting of the 
member roads of the association for next Tuesday in New York 
aid that at that meeting he would report on his talks with the 
President in connection with a settlement of the railway strike. 
He said he would submit the President’s views to the members 
but that he could not discuss what those views were. He said 
he had no definite proposal to submit to the members as the 
result of his two conferences with the President and that no 
basis for settlement had been proposed. In answer to a ques- 
tion as to whether the President had requested him to ask the 
railroads to recede from their stand against restoration of seni- 
ity rights of striking employes, Mr. Cuyler flatly stated that 
the President had made no requést of any kind. It is believed 
that the President, however, urged the roads to get together on 
abasis of settlement, if possible. Mr. Cuyler said there would 
bea general discussion of the strike situation at the meeting 
Tuesday and that he could not tell what might grow out of that 
heeting. In the meantime, he said, the roads would go along 
a they have been going. Presumably, however, the executives 
wil meet to see if an agreement can be reached on a strike 
settlement, 

Mr. Cuyler’s conference followed a session of the President 
aid the leaders of the striking employes which lasted from 2:30 
o6p.m. That was the second conference, the President hav- 
tg met the labor leaders in the morning for about an hour. 

Bert M. Jewell, who acted as spokesman for the labor lead- 
fs, made the following statement after the conference: 

“This conference was a continuation of the conference had 
this morning in which we continued the statement of our views 
of the situation. Of course, there can be no statement of what 
Was said.” 

Pressed for further light on the conference, Mr. Jewell said 
that, frankly, he had given out the information that the Presi- 
lent said should be given out and that, therefore, he could an- 
‘wer no more questions. He said he and his associates were 
taining in Washington for the night. Earlier in the day the 
kbor leaders had planned to return to Chicago after the con- 
clusion of the conference and it was assumed that they had 
lecided to wait to see whether there would be results from the 
President’s second conference with Mr. Cuyler. 

Immediately after the labor leaders left the President’s 
‘ee Secretary Hoover conferred with the President. 

The labor leaders were understood to have insisted on 
‘storation of seniority rights of the strikers as preceding any 
‘teement involving acceptance of the Labor Board’s wage cuts 

‘ding a rehearing. So far as could be learned the railway 
“eCitives also were standing pat. 


TRAFFIC WORLD 


233 


One method suggested as a possible means of settling the 
strike was that the President get the strikers to accept the 
decision of the Labor Board as to wages, subject to a rehear- 
ing; get the roads to take the men back; and then have the 
question of seniority rights referred to the Labor Board as a 
dispute between the roads and the men. Whether or not the 
President had suggested such a move was not known but Mr. 
Cuyler’s statement indicated that no such definite proposal was 
made to him. 

Informed that a member of the Labor Board at Chicago 
had suggested a possible plan for compromise which in part 
provided for giving the strikers seniority rights subordinate to 
the men who did not leave the service, but would give the new 
men seniority based only on the time since they entered the 
service, Mr. Cuyler said he had heard nothing of such a pro- 
posal. 


Harding Sympathetic with Labor 


While Mr. Cuyler said July 27 that the President had made 
no request of the railway executives, it was learned July 28, on 
what was believed to be reliable authority, that the President, 
in his long session with the labor leaders, had been won over 
at least to a sympathetic viewpoint as to their position and 
that he indicated as much to Mr. Cuyler. It was said that, as 
a matter of fact, the President had, to a certain extent, lectured 
the executives, through Mr. Cuyler, for the stand taken by them. 
It appeared that the President believed that the railroads were 
not as fully informed on all the angles of the situation as they 
might be. 

Another surprising development was that the President had 
asked that Secretary of Commerce Hoover be permitted to at- 
tend the conference of the railway executives in New York 
Tuesday. It was presumed that the executives would grant the 
request and that Mr. Hoover would attend. The railway ex- 
ecutives were said not to be joyful as the result of the con- 
ference, 

The railway labor leaders who accompanied Mr. Jewell to 
the White House were W. H. Johnston, president of the interna- 
tional machinists’ union; Timothy Healy, of the firemen and 
oilers’ union; J. W. Kline, representing the blacksmiths; J. 
A. Franklin, representing the boilermakers; M. F. Ryan, rep- 
resenting the carmen; James Burns, representing the sheet 
metal workers, and Edward Evans, representing the electrical 
workers. A. O. Wharton, member of the labor group of the 
Labor Board, did not accompany the men to the White House. 

Although the White House said Mr. Jewell and his associ- 
ates had not been invited by the President to come for a con- 
ference, the fact that Mr. Jewell had been in conference with 
Secretary of Labor Davis at Mooseheart, Ill., and that Chairman 
Hooper of the Labor Board has been in constant touch with 
the President, seemed to warrant the conclusion that it was 
at least agreeable to the President that Jewell and his associ- 
ates should come to the White House for a conference. 

Inferences drawn from the statement of the President’s po- 
sition on July 25 after the Cabinet meeting, that the President 
was looking to the Labor Board for any settlement that might 
be made, did not line up with the later action of the President 
in conferring with leading eastern railway executives and with 
the labor heads, unless he was developing a plan that would 
result in some action through the Labor Board. 

President Harding’s reference to the men returning to work 
and accepting the decision of the Labor Board pending a re- 
hearing was the first indication that the Chief Executive had 
such a move in mind as a part of his plan for settlement of 
the strike. He had indicated as much, however, it was under- 
stood, when it was said at the White House after the Cabinet 
meeting July 25 that the President took the stand that the 
Labor Board must be recognized as a governmental agency. If 
the men agreed to return to work by accepting the decision 
of the board, it was pointed out, the seniority question would 
still have to be settled. It was believed that the men would 
not agree to return to work unless they had some assurances 
as to that phase of the situation. 


B. M. Jewell, unaccompanied by his associates, conferred 
with the President again at noon, July 28, after the cabinet meet- 
ing. Before going into the President’s office he said the situation 
had reached the point where it would be best for everybody to 
keep quiet and that the least said the better. 

It can now be definitely stated that, while the President did 
not request Mr. Cuyler to ask the railway executives to yield 
on the seniority question, he, nevertheless, strongly expressed 
the wish that the executives would see their way clear to yield 
on that point. The President’s plan clearly contemplates that 
the executives shall yield on the seniority question and that 
the strikers shall accept the wage decision of the Labor Board 
subject to a rehearing. 

After an hour’s conference with the President, Jewell said 
be had nothing to say. He said he might return to the White 
House later in the day. 

The President’s stand on the railway strike, as outlined 
after the Cabinet meeting, July 25, was regarded as an answer 
to a telegram from Jacob M. Moses, counsel for the federated 
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shop crafts, at Baltimore, asking that the President call a 
conference at the White House of the Labor Board, the railway 
executives, and representatives of the railway employes’ de- 
partment of the American Federation of Labor, to discuss the 
questions at issue “to the end that a just and equitable agree- 
ment may be reached and peace and harmony restored be- 
tween the railways and their employes.” The sending of this 
telegram followed announcement that the B. & O. would meet 
with its striking employes to effect a separate agreement, if 
possible. 

Senator Nicholson of Colorado submitted a telegram to the 
Senate from citizens of Delta and Montrose counties of that 
state requesting federal action looking to the operation of the 
railroads by the government and that immediate action be 
taken to give the Labor Board powers “that their mandates 
may be enforced both against capital and labor.” 

Reports to the effect that the Attorney-General had sub- 
mitted an opinion to the President holding that the latter had 
the power to seize the railroads and the coal mines and operate 
them in the public interest were met at the White House with 
the statement that the Attorney-General had not submitted any 
opinions to the President. Recently, however, it was under- 
stood that the President held the view that he could seize the 
railroads and the mines without specific legislation by Congress 
in the event that an emergency developed that, in his opinion, 
called for such action. Jt was understood that the President 
did not regard the situation as so serious as to require such 
action. 

Some of the advisers of the President believe, it was under- 
stood, that he should request the railways to make concessions 
to the strikers on the seniority question. It is also understood 
that there was a division of opinion among the Cabinet members 
on the question, some taking the stand that the President should 
not interfere on the seniority question, and others that he should 
ask the roads to recede in their position. 

It was understood that a prominent member of the Senate 
interstate commerce committee believed the railroads should 
agree to restore seniority rights of the strikers. This senator 
was said to fear the outcome of the rail and coal strikes unless 
the railway strike were settled shortly. This reflected the views 
of government officials who believe that the railway strike should 
be settled by asking the roads to recede from their position. 

The resolution of the Labor Board outlawing members of 
railroad unions on strike, adopted July 3, was pointed to in con- 
nection with the White House view that any settlement of the 
railway strike hinged on recognition of the Railroad Labor Board 
as a governmental agency. In view of the White House state- 
ment, and the Labor Board resolution, it was difficult to see how 
the President could ask the railroads to restore seniority rights 
to the strikers. 

If the President looked with approval on the suggestion that 
he should ask the roads to back up on the seniority question, 
it was believed that he had paused in making any move toward 
that end because of strong representations made by W. H. Chan- 
dler, president of the National Industrial Traffic League, against 
such action. | by 

The President conferred with James C. Davis, Director-Gen- 
eral of Railroads, July 26. Mr. Davis said he had discussed 
“routine matters” connected with the general situation. 


Conference with Hooper 


Although there was a lot of speculation as to what the 
next move of President Harding would be in the railway strike 
situation after he had conferred half a day with Chairman 
Hcoper, of the Railroad Labor Board, who came to Washington 
at his request, there was nothing on which to base an authori- 
tative prediction. 

Mr. Hooper arrived at the White House from Chicago about 
10 a. m. July 22 and was with the President until the middle 
of the afternoon. He took luncheon with the President at the 
White House. When he left, he declined to answer “leading 
questions.” He said he had placed the history of the strike 
situation before the President and had discussed all the issues 
fully in order to get all the facts before the President. Further 
than that he declined to comment. 

While Mr. Hooper was with the President, Senators Cum- 
mins, Kellogg and Watson—the senators who conferred with 
the eastern railway executives late July 20—were called in and 
laid before the chairman the results of that conference. Sen- 
ator Cummins said the situation was not changed, but that he 
believed progress was being made in the conferences regarding 
the situation. After Mr. Hooper left, the President saw Sen- 
ators Underwood and Pomerene. They said they had talked 
to the President about the transportation act, but did not illumi- 
nate further the purpose of their call. 

The impression prevailed that there would be some devel- 
opment at the White House in the near future—that probably 
the President would get in touch, directly or indirectly, with 
pon _ executives or that he might get in touch with Mr. 

ewell. 

Daniel Willard, president of the B. & O., met several mem- 
bers of the Senate interstate commerce committee. He dis- 
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cussed with them a proposal of the company to make a separate 
settlement with the striking employes of that road. In adver. 
tisements the B. & O. invited conferences with representatives 
of its striking employes, and expressed the opinion that a settle. 
ment could be effected satisfactory to both sides. 

Representatives of the railroad brotherhoods in Washing. 
ton — a conference with Senator Cummins the afternoon of 
July 22. 


After conferences with Senator Cummins and Senator Borah 


July 21, following the Cabinet meeting, Attorney-General Daugh. 
erty said: 


I wanted to talk with Senators Cummins and Borah for the pur- 
pose of getting their ideas with reference to the situation. We agree 
on practically all the things that the government has power to do in 
any national emergency. I cannot discuss these with you until the 
President speaks. 

The situation today is about the same as it has been except in 
Idaho and Montana, where trains are being interfered with more than 
before. There have been some acts of cruelty. Men at work have 
been whipped and thrown into streams. Trains have been stopped 
and some of them have been taken off. 

I discussed with the senators the production of coal as necessary 
to transportation. I have no doubt that the government has as much 
power and authority to protect men willing to work in the production 
of coal, which is necessary to transportation, as it has to protect men 
in the transportation of the mails and interstate commerce. If the 
government has full power to see that transportation service is not 
interfered with it also has the power to see that the production of 
anything indispensable to transportation is not stopped, and of course 
that the transportation of mails does not break down. 

All the phases known to governmental art in dealing with situa- 
tions of this kind were discussed. The right of a man to work, and 
the right of a man to quit, were conceded, and both are entitled to 
the protection of the government. 


Attorney-General Daugherty was asked whether it was pos- 
sible that there would be a resort to the courts, and he replied 
that there was a possibility of most anything being done, and 
that the government intended to use all the instrumentalities 
at its disposal in the emergency. No particular process was 
being contemplated, he said. 

“The coal situation,” said he, “is more or less involved with 
the railroad situation, whether purposely so or not. I dont 
know exactly how much coal the railroads have on hand, but 
several of the roads are down to ten days’ supply and many of 
them are short.” 

What was believed to be an example of how the coal and 
railway strikes could be “inspired” from the same source (At- 
torney-General Daugherty having called attention to the fact 
that the strikes might be “inspired”) was contained in the fol- 
lowing statement for the press issued July 22 by the American 
Federation of Labor: 


_ .Telegrams of support, sympathy and co-operation were sent last 
night to President Bert M. Jewell of the A. F. of L. Railway Em- 
ployes’ Department and to President John L. Lewis of the United 
Mine Workers by the Joint Legislative Conference, composed of the 
legislative representatives of the American Federation of Labor and 
of all national and international unions in Washington. 

The conference is composed of more than fifty representatives of 
labor organizations. The telegrams follow: 


Washington, D. C., July 21, 1922, 
B. M. Jewell, President, 


Railway Employes’ Department, A. F. of L., 
4750 Broadway, Chicago, IIl. 

The labor legislative representatives of the national and interna- 
tional unions which are located in Washington held their regular 
monthly meeting this evening. Among other business was the con- 
sideration of the present strike of the railway shopmen. It was the 
unanimous conclusion that we telegraph you in the name of the 
conference that the strike has our full sympathy and support and that 
we wish you every success in an honorable adjustment of the present 
controversy. Reports made to the conference from various sections 
of the country indicate a rising public sympathy in favor of the men 
who are fighting for right and justice. 

SAMUET GOMPERS, Chairman, 
W. C. ROBERTS, Secretary, 
Labor Legislative Representatives’ Conference. 





Washington, D. C., July 21, 1922. 
John L. Lewis, President, 


United Mine Workers of America, 
Indianapolis, Ind. 

The labor legislative representatives of the national and interna- 
tional unions which are located in Washington held their regular 
monthly meeting this evening. Among other business was the con- 
sideration of the present strike of the mine workers. It was the 
unanimous conclusion that we telegraph you in the name of the con- 
ference that the strike has our full svmpathv and support and that 
we wish you every success in an honorable adjustment of the present 
controversy. Reports made to the conference from various sections 
of the country indicate a rising public sympathy in favor of the men 
who are fighting for right and justice. 

SAMUET. GOMPERS, Chairman, 
W. C. ROBERTS, Secretary, 
Labor Legislative Representatives’ Conference. 


Mr. Gompers, it was pointed out, did not take the trouble 
to word the telegrams differently, except as to “railway shop- 
men” and “mine workers.” Otherwise, the telegrams were iden- 
tical in wording. 

President Harding takes the view that any settlement of 
the railway strike must, of necessity, be founded on the author: 
ity of the Railroad Labor Board to carry out the mandate of 
Congress as expressed in the transportation act and that the 
whole railway strike situation hinges on the recognition of 
the Labor Board as a government agency, it was stated by 
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a high spokesman for the Administration at the White House 
July 25 following a three-hour session of the Cabinet which de- 
yoted the entire time to a discussion of the railway and coal 
strikes. It was stated that the President was in “constant com- 
munication” with Chairman Hooper. 

The inference was drawn from this statement of the Presi- 
dent’s position that the Chief Executive was backing up the 
Labor Board to the limit and that any settlement of the shop- 
men’s strike would have to result from observance of the 
poard’s rulings. It was also inferred that the President would 
not interfere in the railway strike situation by calling a con- 
ference of the railway executives and the rail labor leaders or 
by calling on the railway executives to recede from the position 
taken by them with regard to seniority rights and other ques- 
tions in dispute. 

It was said that Postmaster General Work had reported to 
the Cabinet that the movement of the mails was not being seri- 
ously interfered with in any part of the country. 

The Administration, it was said, was not unmindful of the 
seriousness of the whole situation; that there was apprehension 
over a fuel famine and more or less of a threat of paralyzed 
transportation. The purpose of the government, it was said, 
was to work out a solution based on fairness to all and at the 
same time to protect the public’s interest. 

The President, it was said further, was determined to use 
all possible lawful means to prevent profiteering in coal, and 
reference was made to the use of the emergency powers of the 
Interstate Commerce Commission to allocate equipment to the 
mines, aS proposed by Secretary Hoover. 

As to the coal strike, it was said that the President held 
the view that the government was not seeking to make men 
work in the coal mines against their will, but that if it were 
demonstrated that no men would work under the protection 
offered, some other method would be devised to supply the 
people with coal. Apparently the government was waiting to 
see what the results would be in the next few weeks as to coal 
production. 


Abolition of Labor Board 


Repeal of the labor provisions of the transportation act and 
settlement of disputes between the railroads and their employes 
by means of voluntary arbitration was urged by legislative repre- 
sentatives of the train operative brotherhoods in a conference 
with Senator Cummins. These brotherhoods took the same posi- 
tion when the transportation act was passed. The brotherhood 
representatives also complained to the senator about the condi- 
tion of locomotives being used by the roads. They pointed out 
the possibility of train operatives refusing to work on locomo- 
tives and cars because of being in such bad condition as to render 
them dangerous in service. 

As to possible legislation at this time, however, the situa- 
tion remained unchanged, members of the Senate interstate com- 
merce committee believing that Congress could do little, if any- 
thing, at this time to remedy conditions by means of new laws. 


THE RAILROAD STRIKE 


The grand lodge officers of the railway maintenance of way 
employes, meeting in Detroit July 21, decided not to strike, at 
least at present. President Grable said, however, that any road 


refusing to confer on wage adjustments with representatives 
of the union would face a strike. 


_ While Chairman Hooper, of the Railroad Labor Board, was 
In Washington conferring with Presideint Harding, W. L. Mc- 
Menimen, one of the three labor members of the board, who 
has also been active in attempting to bring about compromise 
and settlement in the railroad strike, was in Mooseheart, IIl., 
July 22, to confer with Mr. Davis, Secretary of Labor, who lives 
there. Nothing was given out as to the result, if any, of the 
conference. In the conference were also B. M. Jewell, chief 
of the striking shopmen, and other representatives of the labor 
organizations involved, and Arthur F. Nelson, commissioner of 
conciliation of the Department of Labor. 

A threatened walkout of clerks on the Chicago & North- 
western was averted on that day by some concessions to the 
clerks. The dispute between the Big Four Railroad and its 


clerks was also amicably settled. These matters were not be- 
fore the Labor Board. 


Following a conference with W. L. McMenimen, labor mem- 
ber of the Labor Board, July 24, W. J. Noone, head of the station 
agents’ organization, announced that his men would not strike. 
_ Forty eastern railroads began a movement for the organiza- 
tion of company unions in accordance with the plan adopted 
by the Pennsylvania. 

__W. G. Lee, head of the Brotherhood of Railroad Trainmen, 
Said in Cleveland that a bill would be introduced in Congress 
Seeking to re-establish the method of direct negotiation and a 
government mediation and conciliation commission, which were 
In effect under the Newlands act before the government assumed 
Control of the roads. 

The proposed bill, the report said, would repeal certain 
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labor provisions of the transportation act, including those cre- 
ating the Labor Board and vesting it with authority to mediate. 

Asserting that the rail strike has not already been settled 
“because the die hard group of eastern road executives want 
it to go on,” shopcraft union leaders said that only the roads’ 
refusal to assure returning strikers reinstatement of seniority 
rights prevented an immediate settlement of the controversy. 

These charges brought from the eastern executives’ con- 
ference in session in New York, a declaration through their 
chairman, L. F. Loree, president of the Delaware & Hudson, 
that the “possibility of the strikers tying up eastern railroads 
had passed.” 

He announced that 88,404 men were now employed in east- 
ern shops, compared with 145,872 the day before the walkout. 

A statement by the western railroad presidents’ committee 
on public relations, dealing with the question of restoring the 
strikers to their jobs with full seniority rights, was issued 
July 27. 

After quoting pronouncements of President Harding and a 
resolution of the United States Railroad Labor Board in sup- 
port of the contention that the strikers should not be taken 
back on their former footing, the statement concludes: 

“Thus it will be seen that the men who are now working 
have claims upon the railways and the public superior to those 
of the strikers is a fact that has been repeatedly recognized by 
government bodies and officials, and that they have remained 
at work or gone to work with the distinct understanding that 
their rights will be protected.” 

Reports from Baltimore, where union leaders and officials 
of the Baltimore and Ohio railway have been conferring con- 
cerning a separate settlement on that road, were that a tenta- 
tive agreement had been drawn up. It must, however, have the 
sanction of B. M. Jewell, head of the shop crafts, and other 
officers. 

Fresh indication that the peace program adopted by E. F. 
Grable, chief of the maintenance of way men’s organization, is 
being carried out came when President Grable filed with the 
Railroad Labor Board twenty-six disputes involving wages and 
working conditions on various roads. 


CHANDLER WIRES HARDING 


President W. H. Chandler, of the National Industrial Traffic 
League, July 25 wired President Harding from Boston, as 
follows: 


Press dispatches this morning indicate that the administration is 
inclined to look with disfavor upon the attitude of the railway execu- 
tives who decline to restore seniority rights to shopmen now on strike 
if they will return to work. The promises made to those who have 
undertaken to keep the roads in position to serve the public by taking 
the place of the strikers based upon the pronouncements of the Labor 
Board should be rigidly adhered to; otherwise, how can they or any- 
one else have confidence in future promises of the board or in those of 
our railway executives? Any weakness shown at this critical time 
will result in greater difficulties being encountered in future. I urge 
you, in the name of the National Industrial Traffic League, not to 
advocate a compromise on this point but to take whatever action 
may be found necessary to prevent interference with the operation of 
trains and with those who have shown a willingness to serve the 
public and to abide by the scale of wages fixed by the Labor Board. 
If you will deal firmly with this matter the public will support you, as 
it did President Cleveland in dealing with a similar situation. The 
country looks to you to meet this issue squarely so that those who 
are now flagrantly flouting the law, interfereing with interstate com- 
merce, and intimidating those who are willing to work, may under- 
stand that such acts are not only not to be lightly considered but 
will be severely punished. 


HARDING TELLS IT TO EMPLOYES 


President Harding, July 26, received from J. Cleve Dean, 
chairman, Railway Employes’ Publicity Association, Chatta- 
nooga, Tenn., a telegram of protest against the course of the 
administration in the strike situation. The President wired a 
reply. Mr. Dean’s telegram was as follows: 


I wish to point out to you that the railway employes and miners 
who are on strike are loyal American citizens and are only exercising 
their constitutional rights. A large percentage of them fought on 
European soil that there might be no more war, and for you or 
any governor to attempt to operate the mines or railroads by mili- 
tary forces or to attempt to draft men into mines or railroad service 
would be an attempt to establish involuntary servitude. 

And I dare to predict when “involuntary servitude” is attempted 
by you then the long predicted war between labor and capital will 
loom up. The American farmer and labor have come to realize the 
hostile attitude of the G. O. P. toward them and they realize that the 
hard times that now exist is a premeditated plan to bring the farmer 
and labor down to their knees. 

The blood of the American farmer and labor is at a broiling 
heat because they came to the firm conclusion that their government, 
or your administration at least, is against them. I pray that it will 
not come, yet I feel at liberty to predict that in your attempt to 
place American labor under the gun nothing short of a revolution 
will happen. I am a lover of peace and harmony, yet I am for 
these striking railway employes and miners and I know that they 
will put forth every possible means to keep peace in our country. 
But these are days which “try the very souls of men,” and I am 
hoping that you will be wise enough to see the dark clouds that 
are in the horizon sky and will change your attitude so as to re- 
move those clouds. 


The President replied as follows: 


Since you speak as chairman of the Railway Employes’ Publicity 
Association, and since it is exceedingly important that the American 








236 THE TRAFFIC WORLD 


people know precisely the questions at issue in the present railway 
and coal strikes, I am more than glad to answer your telegram, 
though I can only treat your politically partisan references with 
that contempt which is felt by every good citizen in the hour of deep 
public concern. 

Happily for the American public, everything done and everything 
said by government authority relating to the two strikes is a matter 
of record, and cannot in any way be distorted. There is no dispute 
about the loyal American citizenship of the men on strike, nor will 
any one question that many of them gave everything that men can 
give for the service of this country in the world war. Nor is it 
disputed that the men on strike are exercising their constitutional 
and lawful rights, under existing statutes, in declining to work under 
the terms decided by the railroad labor board or tendered to the work- 
men by the mine operators of the country. 

No one has attempted or proposed to draft freemen into either 
the railway or mining service, or suggested coercion under military 
force. The military forces of free America are never used for such 
a purpose. There service is only that of preventing lawlessness and 
violence. That same unchallenged freedom which permits you and 
your associates to decline to work is no less the heritage of the free 
American who chooses to accept employment under the terms pro- 
posed. 

The difference between the two positions is that the striking 
raijroad workers exercise their rights of freedom in seeking to hinder 
the necessary transportation of the country, notwithstanding the pro- 
vision made by law for the consideration of any just grievance; and 
the striking miners seek to prevent the production of coal necessary 
to common welfare, notwithstanding the offer of an agency to make 
an impartial settlement; while the men who choose to work in re- 
sponse to the call of the country are exercising their like rights, and 
at the same time are making their contribution to our common 
American welfare. 

The decisions of the railroad labor board are in compliance 
with a mandate of the lawmaking body of the United States. With- 
out discussing the decisions at issue, it is fair to assume that a 
government agency is ever ready to correct an error which is made 
else government itself would become unjust. 

Moreover, it is indisputable that there can be no government 
unless its mandates are accepted by the citizenship of the republic. 
This observation relates more particularly to the railroad situation. 
When the mining situation became menacing I invited representatives 
of the mine workers and the operators to a conference. They came 
together, they were advised as to the call of common welfare, yet 
in eight days of opportunity no progress was made. 

In the absence of any tribunal authorized to settle disputes be- 
tween mine workers and their employers the federal government 
then voluntary proposed the creation of a national commission be- 
fore which the disputes might be settled justly in the light of full 
information and in accordance with the best expressions of our 
modern civilization. 

Instead of contemplating the resort to force it anticipated the very 
opposite—industrial peace with justice to every man concerned. In- 
stead of aiming at “involuntary servitude,’ to which you inexcusably 
refer, the government asked the mine workers to resume their’ ac- 
tivities, in response to a mainifest public need, at precisely the same 
wages and under precisely the same working conditions as those under 
which they had been working contentedly for the last two years. 

Those who spoke for the mine workers refused such a proposal. 
There is no dispute of the right to refuse. Since they declined to 
respond, and since it is believed there are enough men who love 
this country and cherish its security, and believe in serving the 
common welfare, to come to the relief of the mining situation, and 
avoid suffering, privation and paralysis, I asked the governors of the 
coal mining states to invite mine operators and mine workers to re- 
sume their activities and to promise that to which every man is 
entitled, namely, protection in his lawful pursuits. 

This protection applies alike to the men on strike, who observe 
the law and make no lawless interference with men at work, and 
to the men who are lawfully at work and entitled to protection by 
every agency of government in that work. If you mean to challenge 
the righteousness of freemen to be protected in their lawful pursuits 
against interference and violence, I will-be glad to join you in sub- 
mitting that question to the decision of the American people. 

It will interest you to know that instead of the government's 
action being an expression of the preference of the capitalistic class, 
it has been quite as much opposed by those who speak for employers 
as it is by you and your associates. Government undertakes to 
represent neither class alone and is opposed to all conflict among 
classes and disputes the right of any group or class, organized or un- 
organized, to imperial American welfare. Government speaks only for 
the American people as a whole and the common good of all its 
citizenship. 

In view of all that the government has done or attempted to do 
during the last year and a half to relieve the American farmer from 
the burdens of readjustment and to relieve labor from the hardships 
of unemployment, I know your attempted appeal to American pre- 
judice will fall upon deaf ears. It is as ungrateful as it is untruthful. 

If you are a believer in peace and harmony and the reign of 
justice which you would have us believe, I invite you now to pass 
judgment on the failure of the mine workers to accept the awards 
of an able and impartial commission in determining the merits 
of the dispute between coal miners and coal operators, and I invite 
you to urge the striking railway workmen to accept the decision, 
of the American railroad labor board, acting under the authority of 
law which must be supreme, and return to work under that decision 
until you and I and every one else interested in American welfare 
may join in asking the railroad labor board to give a reharing on 
any question concerning which there is reasonable doubt about the 
correctness or the justice of the decision made. 

These are the ways of peace, these are the requirements of en- 
lightened civilization, these are the things expected by your govern- 
ment of its loyal and law abiding citizenship. 


That “a man of straw,” a personage without official stand- 
ing in labor circles, sent President Harding the message which 
drew a lengthy reply from the White House reiterating the 
government’s position on the rail and coal strikes, was the 
belief expressed by Samuel Gompers, president of the American 
Federation of Labor, in New York. 

Mr. Gompers expressed surprise that the administration 
should have shown such concern over the message as to have 
replied to it. 

“The White House called me, asking if I knew this man,” 
said Mr. Gompers. “I told them I did not and had no record 
of him as an official of American labor. I consulted all the 
records, and even telephoned rail headquarters at Chicago. No 
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one knew anything about him, and I so informed the White 
House. 


“The longer I think about it the more I am convinced that 
J. Cleve Dean was just a straw man set up by interested per- 
sons for a purpose which should be plainly evident.” 

Dispatches from Chattanooga say that J. Cleve Dean, chair. 
man of the railway employes’ publicity association, will be calleq 
before the Chattanooga federation of shop crafts and asked to 
explain the telegram he sent to President Harding. 

The action of Dean was severely condemned by union men 
and others in Chattanooga and it was stated that an effoy; 


would be made by the labor organization to curb his utterances 
in the future. 


Dean is a flagman in the Alabama Great Southern Railroad. 
The railroad employes’ publicity association was organized in 
Chattanooga several months ago, but none of the shop crafts 
has affiliated with it, according to officials. 


TRAFFIC CLUB RESOLUTIONS 


The Trafifi Club of Chicago adopted the following resolutions, 
presented by the public affairs committee, on the subject of the 
strike of railroad shopmen, at a meeting Friday, July 28, the 
vote being unanimous: 


Whereas, Railroad shopmen in great numbers all over the country 
are on strike, thus hampering the railroads in the operation of their 
properties and correspondingly interfering with the efficient conduct 
of business; and, 

Whereas, This interference with commerce is increased by the 
fact that the strikers, in many cases, are forcibly preventing the men 
who remained at work or those who took the places of the men 
who quit from performing their duties, and by other unlawful means 
are hindering the railroads from functioning adequately; and, 

Whereas, The strike is against an award by the U. S. Railroad 
Labor Board, a lawfully created agency of the government, which 
acted, after full hearing and due consideration as to the Gost of living, 
wages paid for similar work in other industries, and other relevant 
circumstances; and, 

Whereas, It is conceded that men have a right to strike and it 
follows that they have an equal right to work or to remain at work and 
to be protected while they work, and that the railroads have a right 
to the same protection in the operation of their properties; be it 

Resolved, That the duly constituted publie authorities, local, state 
and national, should enforce the laws against disorder, rioting and 
trespass, and punish the offenders; and, 

Resolved, That members of the Labor Board, which has decided 
this case under the law, should cease trying to bring about com- 
promise between the railroad managers, who are obeying the decision 
of the board, and the strikers, who are disobeying it, thereby causing 
an erroneous public impression that there is something to arbitrate 
and that the men may not be entirely wrong; and, 

Resolved, That it is the belief of the Traffic Club of Chicago that 
if this policy of keeping hands off by members of the board that has 
decided the case, and of enforcing the law by those charged with the 
duty of preserving public order, is followed, the places left vacant }y 
the striking shopmen will soon be filled and traffic will be permitted to 
resume its normal course; and, 

Resolved, That the issue now is not one of adequate or inadequate 
wages, but of the right of men to work, of corporations to transact 
their business, of the preservation of order by public officials, of 
orderly procedure by employes desiring higher wages, and of respect 
for the decision of a hody constituted by Congress to decide wag 
questions. 


LAKE SAILORS VOTE STRIKE 


A strike resolution by sailors on freight boats on the Great 
Lakes was passed by a vote of 94 per cent of the Sailors’ Union 
of the Great Lakes, according to announcement July 27 by K. B. 
Nolan, general secretary. Operation of passenger boats is not 
affected. 

If attempts at a settlement on the part of the sailors fail, a 
walkout on the 400 boats under the jurisdiction of the Lake 
Carriers’ Association is threatened. No time for the start of 
the strike has been set. At least 150 of these boats, which are 
engaged in the carrying of iron ore, coal and grain, are con- 
trolled by the United States Steel Corporation, Nolan declares. 

“The labor policy of virtually all other lake boats is dictated 
by the steel trust, as the trust owns loading and unloading 
docks at both ends of the lakes, and also because a large pat 
of the ore carried by the independents is steel trust ore,” said 
Nolan. 

Failure of the carriers’ association to grant an eight hour 
day and the fact that wages have been reduced three times 
since May, 1921, are the grievances cited. 





MINE-RATING HEARING OFF 


The Trafic World Washington Bureau 

The Commission has cancelled the further hearing in NO. 
13896, mine-rating rules, and No. 12530, car-distribution rulés, 
set for August 14, without setting another date. The cancella- 


tion is taken to mean that the investigation will not be resumed 
until September or later. 


CHANGE IN DOCKET 
Hearing in I. and S. 1570, cotton bale covering, ties, and 
buckles from Texas points to Memphis, Tenn., assigned for 
July 29 at Pittsburgh, was cancelled. 
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COMMISSION SERVICE ORDERS 


The Trafic World Washington Bureau 


All railroads in the United States were July 26 placed on 
an emergency footing. Railroads east of the Mississippi River 
at that time were placed under orders so to conduct transporta 
tion as to further the plan formulated by Secretary of Com- 
merce Hoover, Attorney-General Daugherty and the Interstate 
Commerce Commission as to assure the movement of coal from 
the mines to places where it is needed in the order of their 
necessity. The Commission, by means of Service Order No. 22, 
declared an emergency to exist on the lines of all carriers by 
railroads which required immediate action. That emergency 
was declared to be the result of unfavorable labor conditions 
and shortage of fuel. Those conditions and the shortage, ac- 
cording to the Commission, made them unable to transport the 
traffic so as properly to serve the public. 

From and after July 26 Service Order No. 22 directed the 
railroads to forward traffic by the routes most available to 
expedite its movement and prevent congestion, without regard 
to the routing thereof made by shipper or by carriers from 
which the traffic was received, or to the ownership of cars. 
The order also suspended and superseded all car service orders 
in so far-as they might conflict with that order and No. 238. 

That order declaring the existence of an emergency was 
practically the same as Service Order No. 1, issued May 20, 
1920, to meet the situation caused by the strike of switchmen. 
Its language was somewhat different from that employed in 
1920, so as to avoid, if possible, controversies which followed 
the issuance of the first service order ever put out by the regu- 
lating body. This order (No. 22), as the first one ever issued, 
said that the routing and the re-routing that might be done 
in obedience to the order was to be deemed a carrier disability 
and the rate applicable over the route designated by the shipper 
was to be protected. In the event traffic was moved over a 
cheaper route the shipper was to have the benefit thereof. 
Another provision of the order was that, in the case of re- 
routing, the consignee was to have notice by mail within 24 
hours after such rerouting. In the case of shipments in private 
cars subject to the equalization of empty mileage, and of fruits, 
vegetables, live poultry and other shipments, customarily re- 
consigned on instructions of the consignors, a telegraphic notice 
of the diversion was to be sent to the consignor by the carrier 
responsible therefor. 

The order was to be carried out without reference to con- 
tracts, agreements, or arrangements existing between carriers 
with reference to the divisions of rates. It was provided that, 
in the event carriers could not agree as to divisions on re- 
routed traffic, they should bring the matter to the attention of 
the Commission. 


Priority in Traffic 


In Service Order No. 23, issued at the same time the pre- 
ceding order was given to the public, the Commission estab- 
lished a preference and priority for the dispatch of traffic to 
be observed by all railroads east of the Mississippi River, in- 
cluding the west bank crossings thereof. That preference and 
priority was to be as. follows: Food for human consumption; 
feed for live stock, live stock, perishable products, coal, coke, 
fuel oil. Establishment of -this list meant that, in the event 
carriers east of the Mississippi were not able to transport all 
the tonnage offered to them within a reasonable time, they 
were to put aside the traffic of industries other than those 
engaged in the production of foods, foodstuffs, live stock, perish- 
able products, coal, coke and fuel oil. In other orders, iron 
and steel, for instance, were to be deemed non-essentials, and 
not accepted for shipment in the event the railroads could not 
carry such traffic without delaying the more essential things 
embraced within the preference and priority list. 

At the same time the Commission established a preference 
and priority list for the movement of coal to the users thereof. 
That preference and priority is to be as follows: Fuel for 
railroads and other common carriers, and bunkering for ships 
and vessels; for public utilities which directly serve the gen- 
eral public under franchise thereof, with street and interurban 
railways, electric power and light, gas, water and sewer works; 
ice plants which directly serve the public generally with ice, or 
supply refrigeration for human foodstuffs; hospitals, United 
States, state, county or municipal governments and for their 
hospitals, schools, and for their other public institutions. 


The issuance of the service orders was to be followed by 
the creation of a machine for its administration. The Com- 
mission had a skeleton organization in its service bureau. The 
latter, however, was to be supplemented by calling on the 
state railroad and public utility commissions for help from 
their inspectors. 

The Commission’s organization will be separate and dis- 
tinct from the organization created under the plan of Secre- 
tary Hoover for an organization composed of coal mine oper- 
ators and their representatives for the distribution of orders 
for coal in accordance with the capacity and ability of each of 
the several districts to supply fuel. 
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Supervising the foregoing organization of mine representa- 
tives and co-operating with the Commission organization will 
be a presidential committee, composed of representatives of 
the Department of Commerce, the Interstate Commerce Com- 
mission, the Department of Justice, and the Department of the 
Interior, appointed by the President. This committee will be 
located in Washington. 

The orders are as follows: 


Service Order No, 22 


The subject of routing of freight traffic being under consideration, 
and it appearing to the Commission that an emergency exists upon the 
lines of all carriers by railroad in the United States subject to the 
Interstate Commerce Act, which requires immediate action; and that 
each of such carriers, by reason of unfavorable labor conditions, and 
shortage of fuel supply, is unable to transport the traffic offered it 
so as to properly serve the public. 

Therefore, in order best to promote the service in the interest of 
the public and the commerce of the people, it is ordered and directed: 

1. That from and after July 26, 1922, and until the further order 
or direction of this Commission, all said common carriers by railroads 
are hereby directed to forward traffic to destination by the routes 
most available to expedite its movement and prevent congestion, 
without regard to the routing thereof made by shippers or by car- 
riers from which the traffic is received, or to the ownership of the 
cars, and that all rules, regulations and practices of said carriers 
with respect to car service are hereby suspended and superseded in 
so far only as conflicting with the directions hereby made. 

2. That inasmuch as such disregard of routing is deemed to be 
due to carriers’ disability, the rates applicable to traffic so forwarded 
by routes other than those designated by shippers or by carriers from 
which the traffic is received shall be the rates which were applicable 
at date of shipment over the routes so designated, unless the rates 
applicable over such designated routes are higher, in which event the 
rates applicable over the route of movement will apply. 

3. That in each instance where the traffic is routed, or rerouted, 
by carriers by railroad under the authority of this order, the carrier 
responsible for such routing ‘or rerouting, shall, within twenty-four 
hours thereafter deposit in the United States mail a notice addressed 
to the consignee of the traffic, stating: the car numbers and initials, 
places and dates of shipment, the routing and respective routes over 
which the traffic is moving and that charges for the transportation 
of the traffic, including transportation, and schedules of rates, fares 
and charges, as those terms are defined in said Act, will be the same 
as they would have been if such routing, or rerouting, had not taken 
place, unless, as above provided for, the rates applicable over the 
route the traffic moves is less. 

4. That in the case of shipments in private cars, which are sub- 
ject to equalization of empty mileage, and also of fruits and vege- 
tables, live poultry and other shipments customarily reconsigned upon 
instructions of the consignor, a telegraphic notice of the diversion 
shall be sent to the consignor by the carrier responsible therefor. 

5. That in executing the directions of the Commission contained 
in this order, the common ‘carriers involved shall proceed without 
reference to contracts, agreements or arrangements now existing be- 
tween them with reference to the divisions of the rates of transporta- 
tion applicable to said traffic; that such divisions shall be, during the 
time this order remains in force, voluntarily agreed upon by and be- 
tween said carriers, and that, upon failure of the carriers to so agree, 
said divisions shall be hereafter fixed by the Commission in accord- 
ance with pertinent authority conferred upon it by said Act. 

6. That copies of this order and direction be served upon all 
carriers by railroad in the United States, subject to the Interstate 
Commerce Act, and that notice of this order be given to the general 
public by depositing a copy of the order in the office of the Secretary 
of the Commission in Washington, D. C 


Service Order No. 23 


It appearing, in the opinion of the Commission that an emergency 
which requires immediate action exists upon the lines of each and all 
the common carriers by railroad subject to the interstate commerce 
act, east of the Mississippi River, including the west bank crossings 
thereof, and because of the inability of said common carriers properly 
and completely to serve the public in the transportation of essential 
commodities, It is Ordered and Directed: 

1. That each such common carrier by railroad, to the extent that 
it is currently unable promptly to transport all freight traffic 
offered to it for movement, or to be moved over its line or lines of 
railway, shall give preference and priority to the movement of each 
of the following commodities: Food for human consumption, feed for 
live stock, live stock, perishable products, coal, coke and fuel oil. 

2. That to the extent any such common carrier by railroad is 
unable under the existing interchange and car service rules, to return 
cars to its connections promptly, it shall give preference and priority 
in the movement, exchange, interchange and return of empty cars 
intended to be used for the transportation of the commodities specially 
designated in paragraph numbered 1 hereof. 

3. That any and all such common earriers by railroad which 
serve coal mines whether located upon the line or lines of any such 
railroad or customarily dependent upon it for car supply, herein 
termed coal-loading carriers, be, and they are hereby, authorized and 
directed whenever unable to supply all uses in full, to furnish such 
coal mines with open top cars suitable for the loading and trans- 
portation of coal, in preference to any other use, supply, movement, 
distribution, exchange, interchange or return of such cars; provided, 
that the phrase ‘“‘suitable for the loading and transportation of coal,”’ 
as used in this order shall not include or embrace flat (fixed) bottom 
gondola cars with sides less than 36 inches in height, inside meas- 
urement, or cars equipped with racks, or cars which, on July 1, 1922. 
had been definitely retired from service for the transportation of coal 
and stenciled or tagged for other service. 

4, That all such common carriers by railroad other than coal- 
loading carriers, herein termed non-coal-loading carriers be, and they 
are hereby authorized and directed to deliver daily to a connecting 
coal-loading carrier or carriers, or to an intermediate non-coal-loading 
carrier for delivery through the usual channels to a _ coal-loading 
carrier or carriers, empty coal cars up to the maximum ability of each 
such non-coal-loading carrier to make such deliveries and of each 
such connecting coal-loading carrier to receive and use the coal cars 
so delivered for the preferential purposes herein set forth. 

5. That all such common carriers by railroad be, and they are 
hereby, authorized and directed to discontinue the use of cars suitable 
for the loading and transportation of coal, for the transportation of 
commodities other than coal, so long as any coal mine remains to be 
served by it with such cars; and as to each non-coal-loading carrier, 
so long as deliveries of any such cars to connecting carriers may he 
due or remain to be performed under the terms of this order. 

6. That all such common carriers by railroad be, and they are 
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hereby, authorized and directed, to place an embargo against the 
receipt of coal or other freight, transported in open top cars suitable 
for coal loading, by any consignee, and against the placement of such 
open top cars for consignment to any consignee, who _ shall fail or 
refuse to unload such coal or other freight so transported in coal cars 
and placed for unloading, within tewnty-four hours after such place- 
ment, until all coal or other freight so transported in coal cars and 
so placed has been unloaded by such consignee and shall notify the 
Commission of such action. This authorization and direction as to 
embargoes shall not interfere with the movement of coal to tide- 
water or the great lakes for transshipment by water, nor shall it 
apply where the failure of the consignee to unload is due directly 
to errors or disabilities of the railroad in delivering cars. 

7. That in the supply of cars to mines upon the lines of any coal- 
loading carrier, such carrier is hereby authorized and directed, to 
place, furnish, and assign such coal mines with cars suitable for the 
loading and transportaticn of coal in succession as may be required 


for the following classes of purposes, and in following order of 
classes, namely: ’ 


Class 1. For such special purposes as may from time to time be 
specially designated by the Commission or its agent therefor. And 
subject thereto; 

Class 2. (a) For fuel for railroads and other common carriers, and 
for bunkering ships and vessels; (b) for public utilities which directly 
serve the general public under a franchise therefor, with street and 
interurban railways, electric power and light, gas, water and sewer 
works; ice plants which directly serve the public generally with ice, 
or supply refrigeration for human foodstuffs; hospitals; (c) for the 
United States, state, county or municipal governments, and for their 
hospitals, schools, and for their other public institutions—all to the 
end that such common carriers, public utilities, quasi public. utilities, 
and governments may be kept supplied with coal for current use for 


such purposes, but not for storage, exchange or sale. And subject 
thereto; 


Class 3. (As to each coal-loading carrier which reaches mines in 
Pennsylvania, Ohio, West Virginia, Kentucky, Tennessee and Ala- 
bama.) For bituminous coal consigned to any Lake Erie port for 


San mena by water to ports upon Lake Superior. And subject 
thereto; 


Class 4. (As to all such common carriers by railroad.) Commer- 
cial sizes of coal for domestic use. And subject thereto; 

Class 5. Other purposes. 

No coal embraced in Classes, 1, 2, 3 or 4 shall be subject to recon- 
signment or diversion except for some purpose in the same class or a 
superior class in the order cf priority herein prescribed. 

That all rules, regulations and practices of said common car- 
riers by railroad with respect to car service as that term is defined in 


said act are hereby suspended so far as they conflict with the direc- 
tions hereby made. 


9. That this order shall be effective from and after July 26, 1922, 


and shall remain in force and until the further order of the Com- 
mission. 


10. That copies of this order be served upon the carriers herein 
before described, and that notice of this order be given to the general 
public by depositing a copy thereof in the office of the secretary of the 
Commisison at Washington, D. C. 


Reception of the Orders 

The immediate reaction to the Commission’s issuance of 
service orders, effective on and after July 26, was not large 
in volume nor pointed in character. Practically the only queries 
were as to whether a railroad could do this or that thing, citing 
the orders.as authority. For instance, one inquiry was as to 
whether a railroad could divert a rail-and-lake shipment to an 
all-rail route. Another was as to whether a railroad was com- 
pelled to move traffic according to the priority list if there was 
neither congestion nor other transportation disability on its 
rails. 

The answer to the first question was that such a diversion 
from rail-and-lake might be made to an all-rail route, if the 
carrier thought such diversion would help expedite traffic. But 
a change of that kind would carry with it a penalty, which might 
be expected to restrain diversion except in case of real neces- 
sity. The penalty is protection of the lower lake-and-rail rate 
over the all-rail route. 

No railroad is required to do anything under the orders if 
it can handle the essential traffic without delay. Service Order 
No. 23, the Commission believes, makes it plain that preference 
and priority are to be given only “to the extent that it (the rail- 
road on which the order has been served) is currently unable 
promptly to transport all freight traffic offered to it for move- 
ment * * * shall give preference and priority to the move- 
ment of each of the following commodities; food for human 
consumption, feed for live stock, live stock, perishable products, 
coal, coke, and fuel oil.” 

As to coal cars, preference and priority are to be given to 
mine operators only in the event the railroad is not able to 
furnish open-top equipment for all uses. In the return of empty 
coal cars, preference and priority are to be given only in the 
event the carrier is not able to handle all traffic offering. 

The practice of the Commission of requiring its orders to 
speak for themselves, left the way open to speculation, as 
whether there was an emergency to warrant the orders. The 
law authorizes the Commission to issue service orders, without 
complaint or without hearing. Therefore, the facts, suggestions, 
or fears on which it acts are not matters of record. 

One of the popular theories immediately after the orders 
were published was that the Commission had merely lent itself 
to making good Secretary Hoover’s plan to prevent coal 
profiteering. That was based somewhat on a sentence in At- 
torney-General Daugherty’s opinion rendered to Secretary Hoover 
in which he epitomized Hoover’s plan as one calling for orders 
by the Commission’s “favoring the mine, in the supply of cars, 
which charges the public fair prices as against the mine which 
allows its greed to exact whatever price can be obtained, how- 
ever unwarranted and extortionate the price may be.” 
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While the Commission has made public not one of the facts 
which persuaded it to declare the existence of an emergency, 
it is known that the facts which largely influenced it, are: 


That production of coal has fallen to between 3,500,000 and 4,000,- 
000 tons per week; 


That the railroads need about 2,500,000 tons a week, thus leav- 
ing only from 1,000,000 to 1,500,000 tons a _ week for distribution among 
other users, such as public utilities, food and feed producing plants; 

That some of the trunk line railroads at the time the orders were 
put out, had on hand oniy five days supply of fuel; ; 

That railroads in the western district have been using upper 
lake dock coal, as fuel for their engines, instead of allowing it to 
remain there for other users in the northwest, next winter; 

The general conclusion that unless something could be done to 
expedite the movement of coal from the mines that are operating, 
or that could be operated if the railroads serving them were relieved 
from the duty of transporting all traffic offered to them in the 
ordinary course of business, and under the ordinary rules, half the 
railroads of the country, in two weeks, would be practically out of 
operation. 


Unless the supply of railroad fuel falls materially, many 
railroads will hardly feel any effects from the service orders, 
Primarily, the orders were intended to enable the Illinois Cen- 
tral, the Louisville & Nashville, the Chesapeake & Ohio, Nor- 
folk & Western and Virginian railroads to disregard their obli- 
gation to haul freight in the order ef its receipt, so they may 
concentrate on the hauling of coal. Another primary purpose 
the Commission had was to assure the movement of railroad 
fuel ahead of every other kind of fuel. Naturally, a railroad 
is supposed to know enough to give preference to its own fuel, 
but in a situation like the existing one, it is suggested it may 
be called to account, in the courts, if the shipper of other kind 
of fuel can show his traffic was delayed so as to give preference 
to railroad fuel. 

The orders constitute a law barrier against any actions in 
the courts for the recovery of damages flowing from failure to 
carry other kinds of fuel or other dead freight with “reasonable 
dispatch” and “without discrimination” as between shippers. It 
gives legal protection for a railroad’s refusal to haul automo- 
biles, for instance, when there is fuel or foodstuffs to be hauled. 

So far as Washington is an accurate index to the feelings 
of the rest of the country, the orders please the railroads and 
the operators of mines that are working, or would work, if the 
roads serving the non-wnion fields could move the coal already 
loaded and ready to go. The operators whose mines were closed 
were not interested because they knew there was a surplus of 
about 148,000 coal cars, which would be available if they could 
open their mines. 


They please the American Railway Association. President 
Aishton, M. J. Gormley, chairman of the car service division, 
and A. G. Gutheim, attorney in car service matters for the asso- 
ciation, at the invitation of Secretary Hoover, participated in 
the conferences preceding the issuance of the orders. Com- 
missioner Aitchison also participated in the conferences. 

“They are admirable orders,” said H. M. Griggs, general 
coal and ore agent for the New York Central system. “They 
are orders under which the railroads can work.” 


Griggs called on Commissioner Aitchison to tell him how 
good he thought the orders to be. Griggs is the man who, in 
the summer of 1920 had charge of the dispatch of coal from 
Lake Erie to upper lake ports. The fact that the orders were 
general in their terms, and not specific, such as many were two 
years ago, pleased Mr. Griggs because the orders, being gen- 
eral in terms, enabled the railroads to handle their own situa- 
tions without complication by specific orders requiring them to 
get coal to a particular plant or a certain number of cars to 
a particular port on a given day. 

The two orders, however, can and probably will be used 
as the foundation for more specific and individualistic orders 
to cover particular situations that may hereafter arise, or which 


may exist now, but not in such acute form as to require im- 
mediate attention. 


Commissioner Aitchison, July 26, wired messages to the 
state commissions asking their help, if and when necessary, for 
the administration of the Commission’s plans. Need for any 
further action by the Commission, requiring the services of 
more than the men in its own service bureau had not arisen 
at the time the request for help in case of necessity was sent 
out. 


Business Distress 


Distress will come to various businesses and industries as 
soon as the coal mines are again placed in full operation. Some 
are in distress now because of coal shortage. Their trouble, 
after the resumption of work in the mines, will come because 
the railroads will be trying, in a few weeks, to do the work 
that should have been spread over as many months. 

Then, business and industry may say the distress is due to 
the Commission’s service orders. That is expected to be the 
predominant strain in the objections that will be filed in behalf 
of the industries included in class 5 of Service Order No. 23. 
Chief of the industries placed in that class is the iron and steel. 
That industry, according to the information in the possession 
of agents in Washington, of big companies, has not been get: 
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ting aS much coal as it thinks it can use. After the mines are 
in operation again it may obtain less—certainly not more— 
right away. | 

_ The possibility or probability of the Commission being called 
pefore Congress for an investigation, such as took place imme- 
diately after the worst of the 1920 congestion had passed, has 
been considered. Shippers obtaining fewer cars than they 
think they should have, know the way to Senator La Follette’s 
office. That is the office of the committee on manufactures. 
The senator from Wisconsin is usually ready to listen to re- 
ports that somebody has done less than his duty required or 
that what he did do was not what should have been done. He 
gave such a hearing in the winter of 1920-21. Even those who 
got preferential treatment, as for instance, the northwestern 
states, complained because they were not treated as they thought 
they should have been. 

The commissioners believe they can justify their orders, if 
and when the Senate, or Congress, shall ask them about what 
they did. They know, from the experience they had in 1920, 
that the railroads will not be as they were then because under 
the latest orders do not seek to say, except by classes, who 
shall have coal. 

Neither the organization for the distribution of orders for 
coal among the mines in operation, nor the enforcement of the 
Commission’s service orders was anywhere near complete when 
the Commission issued its orders. The only steps taken toward 
an organization prior to the Commission’s orders were those 
taken by Secretary Hoover and the coal operators, who held a 
conference July 24, when they discussed distribution and profit- 
eering. 

The next steps toward an organization or organizations were 
taken July 26, after the Commission’s orders were in effect. 
Then President Harding asked Attorney-General Daugherty, 
Secretary Fall, Secretary Hoover and Commissioner Aitchison, 
or their representatives, to act as a Coal Distribution Commit- 
tee, under the temporary chairmanship of Secretary Hoover. 
A fifth member is to be appointed later. He will undertake the 
administrative direction. 

“The ultimate character of the organization must depend on 
the situation,’ said Secretary Hoover in announcing the con- 
stitution of the committee. 


Telegram to Governors 


The same day Secretary Hoover sent a telegram to the 
governor of each state, on behalf of the Presidential Coal Dis- 
tribution Committee, asking him, as the first step in de-centraliz- 
ing the organization for the equitable distribution, and mainte- 
nance of fair prices, of coal. Under the plan the distribution 
for railway use will be directed from Washington, but, with the 
possible exception of a few interstate public utilities, the re- 
sponsibility for all other distribution will rest upon organiza- 
tions set up under state control. The telegram to the govern- 
ors was as follows: 


In order that the federal government may do its part in the dis- 
tribution of coal supplies over the present very difficult situation, the 
President has appo‘nted a committee on coal distribution comprising 
representatives of Departments of Justice, Interior, Interstate Com- 
merce Commission and Department of Commerce, under my chair- 
manship, for the purpose of securing co-ordination of federal agencies 
in the best distribution of the available coal supplies. Certain 
priorities have been established in necessary commodities and fuel 
by the Interstate Commerce Commission who have asked your state 
Public utilities commission if Interstate Commission may have its 
active assistance in the distribution of coal to transportation and 
public utilities and governmental institutions if necessary. Beyond 
this the presidential committee on coal distribution are co-operating 
with coal operators and with the Interstate Commerce Commission in 
an endeavor to secure that coal shall be seld from the mines at a 
fair price. The agencies and present authority of the federal govern- 
ment of course do not enable it to protect the ultimate consumer of 
coal within the boundaries of a state further than such protection can 
be secured hy the above means that coal sold in interstate commerce 
shall he sold to the original purcheser at a fair price and that fair 
distribution between states he obtained. The problem of securing 
that the ultimate consumer shall ke rrotected upon ccal now in circu- 
lation and on resele of corl distributed as ahove and that equitable 
distribution shell he carried out must rest within the authority of each 
state. I am sending this telegram at the reauest of the President to 
learn if you feel that you can urdertake to create a state organization 
under your direction to secure that this shall be done and with which 
we can co-operate. 


Co-operation of State Commissions 

Commissioner Aitchison, after the two service orders had 
been in effect for more than twelve hours, by means of a tele- 
gram to each of the state railroad and public utility commis- 
sions, asked for the co-operation of the state bodies, by inquiring 
if, in case of local developments requiring it, the federal Com- 
nission could rely upon the state commissions for active assist- 
ance. In his telegram he said: 

Commission desires know whether if local developments connected 
with our general service orders recuire we cn relv on having active 
assistance of vour cemmission. This possihly mav involve survey 
certifcation and nol‘cing certain Incel needs under prioritv orders 


issned or toa he issued. Emergency most acute and renuires hest 
efforts of all under common plan if distress which will come is to be 


mitigated, 
Reason for Orders 


The Commission’s service orders were put out in the form 
used because the Commission concluded that the situation with 
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respect to the distribution of coal was such that it could not 
be met by orders affecting coal alone, because orders affecting 
only coal would displace other essential traffic, Commissioner 
Aitchison said. It was necessary to designate what traffic other 
than coal was deemed essential so as to keep food for men and 
beasts moving as well as coal, the commissioner explained. 
The orders affect only those roads unable to meet all the traffic 
offered them, Mr. Aitchison said, and such roads may displace 
ordinary traffic only to the extent necessary to enable them to 
move the maximum amount of coal. Coal orders, standing by 
themselves, would not have accomplished what was desired, be- 
cause traffic managers of such roads might have elected to 
carry freight not as essential as food, feed and fuel oil. Mr. 
Aitchison remarked that, unless consignees received food, coal 
would do them no good, hence the necessity for designating the 
order in which essential traffic, including coal, should be carried. 

These are the reasons why priority orders were issued on 
traffic other than coal. They are the only reasons why the 
orders were issued as they were, Mr. Aitchison said. The neces- 
sity for coal preference orders was found in the fact that some 
roads were carrying greater amounts of commercial traffic than 
ever before and less coal than in other years and less than 
could have been carried by them this year if they had displaced 
some other classes of freight, the commisisoner said. While 
the Commission orders do assume authority over all traffic, they 
apply only to those carriers not able to carry all traffic offered 
and only to the extent of their disability. 


Comment by Gompers 


Commenting on the emergency orders of the Commission, 
Samuel Gompers, president of the American Federation of Labor, 
said if the action of the government “is what it appears to be 
in assuming control of coal and food movements by rail, the 
workers and the people generally have every right to feel a 
sense of satisfaction.” Mr. Gompers believed that the govern- 
ment had made the proper move to prevent profiteering and 
that the rail and coal strikers would benefit greatly thereby. 


Roads Issue Embargoes 


The Norfolk & Western and Chesapeake & Ohio July 27 
issued embargoes against all freight except the classes given 
preference and priority by Service Order 23—namely, food, feed, 
live stock, perishable products, coal, coke, and fuel oil. They 
were the first roads to take advantage of the permit to set aside 
ordinary traffic so as to move the essentials. They serve the 
non-union mines from which the presidential coal distribution 
committee hopes to obtain a larger quantity of coal. 

Mr. Aitchison July 27 received telegrams pledging active co- 
operation from practically every state commission. Each said 
it would carry out whatever plans the federal body might adopt. 

Mr. Hoover spent the entire day trying to set up an organ- 
ization in each state and the central committee in Washington. 
He received assurances of co-operation from the governors of 
Pennsylvania, New York, Ohio, Indiana and several New England 
states. The response of the governors, however, seemingly, was 
not so swift as that of state commissions to Mr. Aitchison, al- 
though the less speed may have been due to the fact that 
Hoover’s telegrams were not sent so early as those of Mr. Aitchi- 
son. Hoover said he would not try to do anything, until the 
state committees were created, in the way of distribution, be- 
cause he expected the state committees to point out the needs 
of each community. 


Coal Rationing in Sight 


A nation-wide rationing of coal, as if the eountry were being 
actually besieged by an enemy at its gates, was believed to be 
in sight when Secretary Hoover, drawing on his abundant ex- 
perience in distributing relief in war-torn Europe, called a con- 
ference, to meet in Washington, July 24. of district representa- 
tives from the coal producing areas in Virginia, West Virginia, 


Tennessee, Kentucky, Pennsylvania and Alabama, to consider 
two things: 


How to effect distribution of coal to the railroads, public utilities, 
industries producing necessities and public institutions. 

How to make eff-ctive voluntary restraint upon profiteering and 
keep the price of soft coal at $3.50 a ton at the mines, the price 
established by the Fuel Administration, when it was necessary for the 
country to provide coal for its own war machine and help France 
and Italy with theirs, by sending them coal. 


Hoover placed the question of how to prevent profiteering 
ahead of distribution when he issued his call, July 22. At that 
tire he was much disturbed by the price question by reason of 
messages that had come to his denartment that operators in west- 
ern Kentucky were demanding $7.50 a ton at the mines and that 
panicky railroad buyers, that day, had sent out orders to offer $8 
for coal at the mines. At that time price seemed more im- 
portant than distribution. 

In announcing the calling of representatives of the mine 
operators to confer with him, he said plans had been formulated 
for co-operation between the Department of Commerce, the In- 
terstate Commerce Commission, and the Department of Justice, 
“by which the control of price and distribution can be effected.” 
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At the time that announcement was made the Commission 
had no definite plan for any action in the future, other than a 
determination to act with other branches of the government, to 
the extent permitted by the law for the execution of whatever 
plan the Harding administration might formulate, as being suit- 
able for dealing with situation produced by the almost complete 
exhaustion of the supplies of coal. 

The question of the Commission’s participation in plans for 
the relief of the country was discussed between Secretary Hoover 
and Commissioner Aitchison several days before the former 
issued his call. The latter took up the subject with his colleagues 
almost immediately after Secretary Hoover's call. 

While there has been no statement by any Commissioner or 
the Commission it seemed to be well understood among the Com- 
missioners that initially the duty of making a plan for the re- 
lief of the country from the horrors of a coal famine and the 
consequent break-down not only of transportation but every other 
essential activity, was not on the Commission because it has no 
power other than that of ordering cars about in case of emergency 
after someone has figured out a plan for relieving distress and 
after pointing out how car service orders would help in the exe- 
cution of that plan. 

Secretary Hoover was well advised long ago as to the con- 
flict within the governmental departments themselves in 1920. 
Therefore two or three weeks before he called on Commissioner 
Aitchison he began planning to bring the departments them- 
selves into harmony so that action could be taken by his own de- 
partment, advised by the department of justice and aided by the 
Interstate Commerce Commission, as the agency in control of 
transportation. 

The one large fact in his way was that there was no law 
under which he could bring about a pooling of coal or the re- 
striction of price. They could not be brought about except by 
agreement among the operators, in defiance of the anti-trust 
laws. But, by bringing in the department of justice and laying 
before the attorney-general the facts upon which the defiance of 
the anti-trust laws would be based, it was figured no district at- 
torney or other minor official of the department of justice would 
undertake to start any inquiry into combinations which might 
be termed as being in restraint of trade. In asking the co- 
operation of the department of justice Mr. Hoover probably had 
in mind the fact that in 1917 when the American Railway As- 
sociation was trying to distribute cars to the best advantage the 
department of justice solemnly inquired, each time it ordered the 
pooling of cars, by what authority it presumed to disregard the 
law against pooling. Attorney-General Gregory and his sub 
ordinates, in those days, were regarded as pests by those who 
were trying to move freight so as to serve war needs. In an- 
nouncing his ‘plan for a conference, Mr. Hoover said: 


I have called a meeting of the district representatives from the 
producing Virginia, West Virginia, Tennessee, Kentucky, Pennsylvanin 
and Alabama districts for Monday at 10 o’clock to consider two ques- 
tions: 

First—Plans for making the voluntary restraint of profiteering 
effective in the one or two districts which have refused to co-operate 
and are now demanding $7.50 a ton for coal at the mine and, further, 
to make it effective against the minority of irresponsible operators 
in the other districts who have broken away from the agreement. 
The responsible operators are holding to the price. On the other 
hand some panicky railway buyers and others are sending out orders 
today offering $8.00 at the mines. The plan for restraint of prices to 
the Garfield basis threatens to break down through the above influ- 
ences. 

Second—To consider plans for effecting a distribution of coal to 
the railways, public utilities, industries producing necessities, public 
institutions, etc. 

Plans have been formulated for co-operation of the Department 
of Commerce and the Interstate Commerce Commission,and the De- 
partment of Justice by which with the co-operation of responsible 
operators the control of price and distribution can be effected. The 
plan is now before the Department of Justice for their consideration 
and it involves the pooling of coal in each district and the distribution 
of cars under the authority and direction of the Government, with the 
co-operation of operators’ committees. 


Imports of Coal from Britain 


Enormous imports of coal from the British isles will prob- 
ably be made from this time forward. Six hundred thousand 
tons of British shipping were engaged to bring coal to this coun- 
try before Mr. Hoover announced his conference, at prices rang- 
ing from $6.60 to $7.75 a ton, according to grade. Most of that 
coal will be used in keeping the locomotives of eastern railroads 
and engines of eastern public utilities going. 

Forty United States Shipping Board vessels having an ap- 
proximate tonnage of 300,000 tons have been chartered through 
the board to transport coal from Wales and the east coast of Eng- 
land, according to an announcement made by J. Barstow Smull, 
vice-president of Emergency Fleet Corporation. Mr. Smull said 
the board could place a sufficient number of its own ships in 
service within a short time to guarantee the importation to this 
country of at least 500,000 tons a month. 

“There is a heavy demand for American tonnage at present 
and should this demand assume gigantic proportions, the Fleet 
Corporation will be obliged to call upon its reserve fleet of ves- 
sels now on spot assignment or laid up,” the board said. “This 
large movement of coal will in no way interfere with the ex- 
pected sailings of the various regular lines. If the coal delays 
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the voyages to the Westward and the vessels cannot make their 
expected sailing dates, they will be replaced by other tonnage 
now being made ready for such a contingency if such will arise. 

“No more boats will be needed at present for the board to 
make up this quantity for this month, as the situation has been 
helped out by the fixing of 31 British steamers to carry approxi- 
mately 200,000 tons.” 

“The 40 vessels of the Shipping Board were all chartered 
within 24 hours,” said Mr. Smull, ‘a remarkable feat when it 
is considered that the details of the work was simply enormous. 
It only goes to show what an efficient steamship organization 
the Shipping Board really has become. 

“The vessels fixed so far are those boats now in commission 
and in European waters. If the demands continue and the gov- 
ernment wishes more tonnage, it will be provided by the S. S. B. 
taking out of tie-up some 300 ships, which could be accomplished 
in two months’ time.” 

Vice-President Smull, of the Emergency Fleet Corporation, 
said July 24, that the Shipping Board vessels chartered to 
transport coal from Wales and the eastern coast of England 
totaled 43, with a capacity of approximately 350,000 tons, which 
would be delivered in the United States within the next 45 days. 


Hoover Coal Plan 


Secretary Hoover, late July 24, made public the following 
ientative plan which was under discussion for the distribution 
of the current coal production and for restriction of unfair 
prices: 


1. A committee in Washington, to be appointed by the President, 
of representatives of the Department of Commerce, the_ Interstate 
Commerce Commission, the Department of Justice, and the Depart- 
ment of the Interior, to be designated the Presidential Committee. 
This committee is to have general supervision of the measures to be 
taken hereunder and to authorize the execution of such of these meas- 
ures as may be necessary from time to time. 

2 The Administrative Committee, comprising representatives of 
the Presidential Committee, together with representatives of operators, 
representatives of the railways, and, where necessary, representa- 
of the larger consuming groups. 

3. The Presidential Committee will establish a representative in 
each coal producing district. 

4. The Presidential Committee will appoint a committee of 
operators in each district to be nominated by the district operators’ 
association or independent operaors (in case of failure of the operators 
to take such action the Presidential Committee may appoint such 
operators as they see fit on such committee). The members of these 
district committees may be changed as determined upon by the 
Presidential Committee. 

5. The Presidential Committee will cooperate with the Interstate 
Commerce Commission in carrying out preferential orders issued by 
the Commission. 

6. The governmental representatives in the districts with the 
cooperation of the district committees shall advise the agencies of the 
Interstate Commerce Commission as to local car movement to effect 
the purposes of this plan. 

7. The operators will proceed with their usual business until they 
are affected by preference orders. 

8. It is expected that the district committees under authority 
of the Presidential Committee will recommend the allotment of cars 
on the basis of those who conform to the fair prices to be agreed upon 
with the Presidential Committee. 

_ 9. When the operators demand, then suitable guarantees shall be 
given for payment by persons buying under priority orders. 

10. The railroads will be requested to appoint a representative to 
deal with purchases of railway fuel. 

The basis of prices agreed upon between the operators and 
the Secretary of Commerce on June 1 are to be maintained, except 
where varied by the Preidential Committee, and this same basis of 
price determination shall he applied to all districts which are so far 
not cooperating. 

The whole of the above is tentative, pending further consideration 
by the Interstate Commerce Commission, the Department of Justice, 
Department of Interior, and the Department of Commerce. 


On that day discussions were conducted under the chair- 
manship of the Secretary of Commerce, in collaboration with Mr. 
Aitchison, of the Interstate Commerce Commission, Mr. Ester- 
line, of the Department of Justice, Director Smith, of the Geo- 
logical Survey, and Acting Director Holbrook, of the Bureau of 
Mines for the Department of the Interior, the representatives 
of the coal operators, Mr. Gormley, of the American Railway 
Association, and Mr. Davis, Director-General of Railroads. Mr. 
Bockus of New York was elected chairman of the operators’ 
committee. 


Attorney-General Approves 


Attorney-General Daugherty, with the approval of Secretary 
Hoover, made public his opinion on the legality of the Hoover 
plan for distribution of coal and the prevention of profiteering, 
in which he held it would be legal for the Commission so to 
arrange its car service orders as to favor coal mines which 
charged fair prices for their production as against the mine 
“which allows its greed to exact whatever can be obtained, 
however unwarranted and extortionate the price may be.” The 
opinion follows: 


: I have before me your letter of the 21st instant in which you 
inquire whether certain steps which you propose to take to safeguard 
the public interests in the face. of .the impending coal famine run 
counter to the laws of Congress. You set forth that the supply. of 
coal now on hand is diminishing at a rapid rate; that its production is 
being measurably reduced because of inability to get a proper supply 
of cars to transport what is being mined; that in consequence of the 
increasing shortage numerous industries, whose operations are 
dependent upon a steady supply, are threatened with paralysis; that 
lighting plants will possibly .be forced to suspend and-.cities left in 
darkness; and ahove all that the people themselves will he without 
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fuel as Winter approaches, bringing in its train misery, suffering, week of the strike and a maximum of 5,363,000 tons in the 
listress and even famine and death. In consequence of these alarm- 


onditions, whose growing menace is such as to awaken all to an twelfth week.” 

: C s ¢ ia: 

righted realization of the perils ahead, the price of coal now being Continuing the Survey said: > 

mined is steadily mounting in certain quarters, consumers indulging | In comparison with normal years the present deficit in production 

in a frenzied race to secure it at almost any cost. Under these is even more marked. Final returns on the fifteenth week of the 

vjreumstances some operators, placing their country’s interests above strike (July 10-15) show 4,114,000 tons of bituminous coal and 31,000 

their own, have steadfastly refused to enhance prices; while on the tons of anthracite, a total for all coal of 4,145,000 tons. In the cor- 

other hand, the cupidity and avarice of other operators have lead responding week of 1921, a year of depression, the total quantity 

them to take an unmerited’ and even cruel advantage of the present raised—anthracite and bituminous—was 9,280,000 tons; in 1920 it was 

abnormal conditions, by ruthlessly exacting whatever can be obtained. 11,500,000 tons. In other words, considering anthracite and bituminous 
As I understand it, your plan is to form associations acting under coal as a common source of supply, the present weekly output is from 

your directions whose sole purpose will be to meet the emergency in 5,000,000 to 6,000,000 tons below normal. i 

jistribution and stop profiteering; and_at the proper time you intend The trend of production is shown by the following table of cars 

to apply to the Interstate Commerce Commission to promulgate rules loaded daily. On Monday railroads reported loading 12,657 cars, a 

governing car distribution during the existing shortage, to the end decrease of 2,437 cars below the preceding Monday. By Thursday 

that the available equipment can be placed at. mines affording the loadings had dropped to 10,800 cars, the lowest on any Thursday since 

greatest opportunity of service and willing to charge for its coal nq the strike began. 


more than is fair and just. As between two mines whose output is 1st 11th 12th 13th 14th 15th 16th 
the same, your plan contemplates, during the existing shortage, favor- week week week week week week week 
ing the mine in the supply of cars which charges the public fair MoumGgny | ...60.654 11,445 15,474 15,311 16,747 11,039 15,094 12,657 
prices, AS against the mines which allows its greed to exact what- Tuesday ...... 11,019 15,849 16,622 15,748 334 12,909 10,915 
eer can be obtained, however unwarranted and extortionate the Wednesday ....11,437 14,905 17,032 15,656 11,979 12,398 10,895 
price may be. You have no purpose other than to promote the Thursday 


pSieten 11,090 14,884 16,432 16,402 14,521 11,592 10,800 
welfare of the public by inaugurating a plan of distribution designed Friday 1 ie $8 


‘ibution designed Friday ........ 11,296 13,933 16,073 15,980 14,631 11,606 

to maintain national = itself and - a extortion by - stern. Saturday ...... 8,888 13,465 13,993 12,603 12,523 9,694 5 detes 
hand of repression. Your idea is to have both operators and miners The cause of the decrease was unmist ly traffic c ; 
funish you with statistics along the lines just mentioned, thus  yp,ilroads serving the non-union fields. In pl ey West Virginia 
enabling you to place before the Commission from time to time what- and eastern Kentucky, from which the bulk of the country’s supply 
eer information is necessary to enable it to give proper and intelli- Guring the strike has come, almost every field reported acute trans- 
sent directions. In thus acting you intend to represent the Commis- portation disability. In Virginia, western Kentucky and Tennessee 
sion as One of its designated agencies, or to go before it in any other the interruption of car supply was less serious and in Alabama and 
capacity, whichever method meets with its approval. In view of ali 


er ~ F 4 the far west it increased 
these conditions causing the present emergency, the inevitable result i : m Ratan e : . 
ft which is to disrupt and demoralize interstate commerce, YOU number of men at Work Proguction ine Ten nenificant change in the 
inquire whether the plan you have outlined would be illegal and ing first half of the present week showed a slight decrease from the 
whether authority — cd its Ce aa ee. . week preceding ‘ F 
In my opinion e plan is entirely legal. ail to see wherein : . . ao 
ay low of Congress will be violated. “The interests of the public are, yi fifteenth week of the strike brought no resumption of mining 
deserving of yeni oes ee and I have no misgivings in few cars of steam sizes. The railroads report loading 592 cars in the 
it my unqualified approval. Moreover, I feel convinced that Week ended July 15, suggesting a total production of 31,000 net tons. 
ul and ample authority exists for its adoption and effective enforce- This is about on nd a half per cent of normal 
ment. If the a tg eae po megs ag A finds — oo of The bulk of the enthracite now going terwera is from the storage 
an emergency such as you describe, that body has ample and unques- x % e ; : By 4 
é timed authority to provide such rules and regulations as will enable yards of the producers. In the week of July 15, 3,752 cars were loaded 


= . from storage. 

lan you suggest to b t ‘ % , ‘ ‘ - 

; - in euauantnes Sate vl poet Ee yn eee in advising The accumulation of coal unbilled in cars at the mines has now 

: you that in my opinion where and when an emergency exists on Pen so far reduced that it no longer constitutes a significant factor 
account of the shortage of coal for use in interstate commerce and in i” the reserve of coal above ground. In the week ended July 15 the 

1 the transportation of the mails, and when the price of coal for such 2®Verage daily number of unconsigned carloads of bituminous coal was 


purposes and for the general necessities of the people has been 1,784, equivalent to 89,000 tons. This includes all the unbilled coal 
f unjustifiably and unbearably increased by operators who produce a held by all carriers. . ’ he 
large supply, associations such as your plan contemplates to act with The all-rail movement to New England changed but little in the 
S and under governmental agencies to meet the existing emergency, more Week ended July 15. Reports to the American Railway Association 
n equitably to distribute coal, and to prevent extortion in the price Show that 371 cars of anthracite and 491 cars of bituminous coal were 
thereof While acting with and under governmental agencies for the forwarded through the six principal rail gateways over the Hudson. 

purposes aforesaid are legal and do not violate any provision of the .,onipments of bituminous coal through Hampton Roads declined 

so-called Sherman anti-trust law or any other federal law. still further during the second week in July. The total dumped was 
e In carrying out such plan for the sole purpose you propose all 355,993 net tons against 391,608 tons in the holiday week preceding. 

persons, firms or corporations chosen by governmental agencies to Cargoes consigned to New England increased slightly to 236,000 tons. 
assist you, as long as they act in good faith to carry out such plan The chief element in the decline was a decrease of 38,774 tons in 
e 


with and under governmental agencies and not otherwise, will violate Other coastwise shipments. 
e nolaw of the United States. 


Dumpings of soft coal failed to recover after the Independence 
i ; : : Day holiday. According to the Ore and Coal Exchange, a total of 
* While the merits of the plan were not particularly sub- 169,000 tons was dumped. This was a decrease from the week pre- 
: nitted to me for consideration, yet I desire to say that it is Ceding of 82,127 tons, or 33 per cent, and was but 23 per cent of the 


: 3 4 . A record for the corresponding week a year ago. Of the total dumpings, 
y most comprehensive and, in my judgment, practical, and I am 153,501 tons were cargo coal and 16,477 tons were vessel fuel. 
i sure Secretary Hoover, because of his vast experience and capa- Cumulative dumpings during the present season to date now stand 
, bilities and with the co-operation of other governmental agen- ®t ee cae ae Ba prem ig ht ae sg three Je ob con as 
. ° ° : : * is per cen enin an v7, an is eve 2 e 
re ties, will be most effective in carrying out the President’s plans 1999. ‘The distribution of the cargo coal dumped has been as follows: 
- and policies for the material relief to the public in the present : Week of July 16 Season to date 
emergency,” said Mr. Daugherty. “I shall join with him and To regular lake destinations................. ae cto} arts + 
id wery other governmental agency, under the direction of the 7° NeW destinations on Lake Erie. .......... = : 
¥ President, to relieve the situation to the end that coal and RCS HIG 5 SRS BR RAGS 153,501 4,074,001 
4 other necessities of life may be furnished the American people 
it sufficient quantities and at reasonable prices.” 


> Secretary Hoover said July 25 that the tentative plan for 


tubing profiteering in coal and directing distribution thereof 


~ would be accepted by the majority of the non-union operators CONTINENTAL WAREHOUSE COMPANY 


r ad that, in districts where it was not accepted committees 416-434 West 12th Place, Chicago, IIl. 

* vould be appointed to take care of the situations there. ; . 

oal He said that, if the present situation continued for any Sprinkled Warehouses in the heart of the 
ast kngth of time, legislative support probably would be needed. Freight Terminal District. 

of He pointed out that there was no money available for carrying ; a ee es 

es ihe plan into effect. He said the government had exhausted Merchandise Storage and Distribution Specialists. 
ay ls efforts to settle the coal strike and that the only thing to 

es lo now was to distribute equitably the available coal supply. 


While the price regarded as fail by the government for 
taal at non-union mines in Kentucky was $3.50 per ton, some 


operators, the Secretary said, were charging as high as $13 
ry a ton, 


EDGAR IMPROVED CAR SEAL 


PURITY EXTRACT & TONIC COM-° 


. . aii , AS y PANY, Chattanooga, Tenn., says: “We 
er Senator Borah introduced a bill providing for appointment ; Y are still using your seal and expect to 
12, a commission to study the coal industry and to report to i BY continue to do so, as we consider it the 
to Congress as to the advisability or necessity of nationalizing the only theft proof seal in use, or at least so 
ch al industry and of government regulation and control of the . far brought to our attention.” 
ne dustry. The senator said his bill was designed to prevent Ask for Samples 
ad. al strikes in the future. andPrices Today The Edgar Steel Seal & Mig. Ce., Lawrence, Kansas 
he a ee een eee ee 

COAL PRODUCTION REPORT 

fea ' ae the influence of the railway shopmen’s strike, coal POSITION WANTED 
‘un toduction is rapidly declining,” the Geological Survey said in 
of 's current coal production report. “Traffic congestion has in- Competent Traffic Bese “—- a ae “~~ of 
2 lerfe : % practical experience in cago and vicinity, desires to change 
ply Ted with the placement of empty cars at non-union mines, a ition offerin ater future possibilities. 
the iid the weekly output of coal is already running 1,700,000 eet cial 4 scent e De an, witha: 
a 08 below the high point reached late in June. In fact the : Excell fe , 

: Dreg F sent you at Chicago. Excellent references. 

in ent week (July 17-22) may even set a new low record. T. 487 Traffic World, Chi iil 
out vdiminary reports indicate that production cannot exceed Address E. R. T. 457, care Traffic World, cago, Ill. 





600,000 tons, against a minimum of 3,575,000 tons in the third 
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| Loss and Damage Decisions 
\ Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
\ Copyright by West Publishing Co.) 
° Eee es =) 





BILLS OF LADING 

Indorsee of Bill of Lading Holds Title as Against Purchaser from 
One in Wrongful Possession: 

(District Court, W. D., Washington, N. D.) The payee of 
a draft drawn against a shipment of merchandise consigned to 
order of the consignor, on which is indorsed “Documents against 
payment,” and to which was attached the bill of lading indorsed 
to such payee, held to hold title to the merchandise as security 
until payment of the draft and surrender of the bill of lading, 
which title was not divested by a sale and delivery of the mer- 
chandise to a bona fide purchaser for value, after acceptance of 
the draft by the drawee, who obtained possession without au- 
thority or knowledge of the payee. (Albers Bros. Milling Co. vs. 
Drumheller, Collector of Customs, et al., 280 Fed. Rep. 217.) 

CARRIAGE OF LIVE STOCK 

In an Action for Negligence in Transporting Sheep, Motions for 
Non-Suit and Directed Verdict Properly Overruled: 
(Supreme Court of Utah.) In an action for negligence in 

transporting sheep, motions for a non-suit and directed verdict 

properly overruled. (Paradise Land & Live Stock Co. vs. Davis, 

Agent, 207 P. Rep. 145.) 

Federal Statute on Assignments of Claims Against United States 
Held Inapplicable to Claims Against Carrier Under Federal 
Control: 

An assignment of a claim for damages arising out of an 
injury to sheep while they were being shipped on a railroad 
under federal control was not within Rev. St. U. S. Sec. 3477 
(U. S. Comp. St. Sec. 6383), stating the requisites of a valid 
assignment of a claim against the United States, since under 
Section 12 of the Federal Control Act (U. S. Comp. St. 1918, 
U. S. Comp. St. Ann. Sup. 1919, Sec. 3115), such a claim was 
payable out of the general receipts of the railroad.—Ibid. 
Shipper, Stipulating Value of Sheep in Consideration of Lower 

Rate, Not Entitled to Recover More: 

Where a shipper of some sheep, in consideration of a lower 
rate, placed a stipulated value of $5 each on the sheep, he can- 
not recover more; the contract being fair and reasonable, and 
no fraud being practiced by the carrier.—Ibid. 

Rule Allowing Carrier to Contract Against Common-Law Liability 
for Loss Applies to Loss Caused by Negligence: 

A common carrier, in the absence of statutory regulations 
to the contrary, may, by a reasonable contract with shipper, 
limit its common-law liability for the loss or damage to prop- 
erty consigned to it for transportation, and no different rule 
applies to a loss caused by the carrier’s negligence.—Ibid. 
Whether Action in Tort or on Contract, Carrier Liable Only for 

Stipulated Value of Sheep: 

Whether an action is in tort or on a contract, carrier is liable 
only for the stipulated value of sheep in consideration of a lower 
rate.—Ibid. 

Stipulation in Bill of Lading Limiting Liability to Damages Sus- 
tained Before Delivery to Connecting Carriers Void, Though 
Shipment Interstate. 

(Court of Civil Appeals, Texas, Austin.) Stipulation in bill 
of lading of initial carrier of live stock limiting its liability 
to damages sustained before delivery to connecting carriers held 
void, though shipment was interstate. (Gulf, C. & S. F. Ry. Co. 
vs. Morris, 241 S. W. Rep. 235.) 

Instruction as to Measure of Damages Held Not to Authorize 
Consideration of Negligence Not Alleged: 

In action for death of cattle from injuries received in trans- 
portation, an instruction as to measure of damages to be adopted 
“if you find that the defendant G. Railway Company or its con- 
necting carriers were guilty of negligence, and that the plaintiff 
has been damaged as alleged,” held not misleading as against 
contention that it did not confine the jury to specific acts of 
negligence alleged; the words “as alleged” having reference “to 
the matter of negligence and damages.’—TIbid. 

Special Issue Held Not to Authorize Consideration of Neaglinence 
Not Pleaded in View of Instructions Preliminary to Submis- 
sion of Special Issues: 

In action for death of cattle from injuries received in trans- 
portation, special issue as to whether the cattle were “injured 
In such way by such negligence, if anv. as to cause their death” 
held not to authorize jury to consider acts of negligence not 
pleaded, in view of instructions preceding submission of snecial 
yer referring to the negligence as alleged in the petition. 
—Ibid. 

Catt'emen Who Accompanied Shipment Qualified to Express 
oe as to Whether Cattle Died from Injuries Received in 

ransit: 


In action for death of cattle from injuries sustained during 
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transportation, experienced cattlemen who accompanied the 

shipment held qualified to express an opinion as to whether the 

cattle were killed by injury received in transit or from other 
causes.—Ibid. 

Evidence Held to Show Witnesses Qualified to Testify as to 
Market Value of Cattle: 

In action for death of cattle from injuries received in trans. 
portation, evidence held to show witnesses qualified to testify 
as to what the reasonable market price of the cattle at destina- 
tion would have been.—Ibid. 

Qualifications of Witnesses as to Market Value Primarily for 
Court and Weight of Testimony Is for the Jury: 

The question of the qualifications of a witness as to market 
value of the cattle is primarily for the trial court, and the weight 
of the testimony is for the jury.—lIbid. 

Refusal of Court to Permit Defendant’s Attorney to Argue That 
Amount Specified in Bill of Lading Was Agreed Valuation 
Held Not Reversible Error: 

Where bill of lading was not signed by shipper and stated 
that the valuation specified was to enable carrier to apply lawful 
tariff rate, and that the valuation related only to the time and 
place of shipment, refusal to permit the railroad’s attorney, in 
action for death of cattle from injuries sustained, to argue that 
the amount specified was the agreed valuation, held not re. 
versible error.—Ibid. 





_ Miscellaneous Decisions | 
Traffic Cases Recently Decided by State and Federal Courts | 
| (Digests taken from and Digests of National Reporter 


Reporters f 
System, published by West Publishing Co., St. Paul, Minn. ' 
\ Copyright by West Publishing Co.) j 





REGULATION OF COMMON CARRIERS 

Complaint Alleging Rate Charged and That It Is Unreasonable 
or Extortionate States Ultimate Fact: 

(Supreme Court of Utah.) In an action against a carrier 
for excessive freight charges, a statement in the complaint that 
an overcharge had been collected is one of ultimate fact, and 
not simply a legal conclusion, and a complaint alleging the rate 
charged, and that it is unreasonable or extortionate, is not sub- 
ject to demurrer. (Jersey Fuel & Grain Co. vs. Denver & R. G. 
R. Co., 207 P. Rep. 155.) 

Period of Federal Control Excluded from Period of Limitation 
of State Statute: 

Since the Transportation Act provides that the period of 
federal control shal] not be computed as a part of the period of 
limitation in actions against carriers for causes of action arising 
prior to federal control, the period from the date the govern- 
ment took control of and operated a railroad must be excluded 
from the computation of the period of limitation of the state 
statute.—lIbid. 

Shipper at Common Law Could Recover for Discrimination in 
Rates: 

A shipper at common law could recover for discrimination in 
rates; the carrier being bound to carry at an equal rate for all 
customers for substantially similar service and under substan- 
tially similar conditions.—Ibid. 

Common-Law Remedy to Recover Overcharges Not Abrogated 
by Statute; Shipper’s Suit to Recover Overcharges Not 
Governed by Limitations as to Statutory Liabilities or Pen- 
alties: 

A shipper’s right at common law to sue the carrier to recover 
excessive and discriminatory freight charges collected from the 
shipper by the carrier is not abrogated by Comp. Laws 1907, 
Secs. 434, 454, 455, requiring reasonable rates, and authorizing 
an overcharged shipper to recover double the charges paid; 
hence a suit to recover excessive freight charges collected is not 
governed by Comp. Laws 1917, Sec. 6468, Subd. 1, as to action for 
liability created by statute, or by Section 6470, Subd. 1, as to 
action for statutory penalty, but by the four-year statute.—Ibid. 
Error in Admission of Evidence Not Affecting Parties’ Substan- 

ti-l Riohts Does Not Require Reversal: 

The introduction of incompetent and immaterial evidence 
will not warrant a reversal where there was substantial and 
competent evidence supporting the complaint. and an examl: 
nation of the record convinces the Supreme Court that the jurys§ 
verdict for plaintiff was right; for the letter and spirit of Comp. 
Laws Utah 1917, Sec. 6622, requires courts to disregard any error 
or defect in pleadings or proceedings not affecting the parties 
substantial rights.—Ibid. 

General Provision in Tariff Yields to Exception in Subsequent 
Item Controlling Particular Facts: 

(Court of Civil Appeals of Texas. Fort Worth.) A general 
provision in an item of a freight tariff established by the Inter 
state Commerce Commission, giving the carrier the right to 
transport cotton to any other compress, if the one designated is 
unavailable, without additional charge to the shipper, must 
yield to an inconsistent provision in the subsequent item, refer 
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The Day’s Work on the New York Central 
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From midnight to midnight the 
New York Central Lines haul 100- 
000,000 ton-miles of freight. 


A ton-mile, the measure of trans- 
portation, is one ton moved one 
mile. A hundred million ton-miles 
are equivalent to moving a ton a 
distance greater than from the earth 
to the sun; or of moving 4,000 tons 
around the world. 


In the same tweuty-four hours the 





passenger trains record 10,000,000 
passenger-miles, the equivalent of 
carrying more than 10,000 passen- 
gers from Chicago to New York. 


The day’s work of the New York 
Central Lines is about one-tenth of 
the transportation service of the 
railroads of the United States, and 
is greater than the service rendered 
by all the railroads of England and 
France. 





NEW YORK CENTRAL LINES 





BOSTON & ALBANY ~ MICHIGAN CENTRAL ~ BIG FOUR ~ PITTSBURGH @IAKE ERIE: 
KANAWHA & MICHIGAN ~ TOLEDO & OHIO CENTRAL ~ AND THE 
NEW YORK CENTRAL-AND- SUBSIDIARY LINES 
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ring to shipments on designated routes in cases coming within 
the latter item. (King et al. vs. Chicago, R. I. & G. Ry. Co., 
241 S. W. Rep. 180.) 

Court Can Take Judicial Notice of General Direction of Railroad: 

The trial court could judicially notice the fact that defendant 
railroad company ran in a northerly direction from Bowie, Tex., 
through the state of Oklahoma.—lIbid. 

Plaintiffs Are Not Bound by General Assumption of Fact De- 
fendant Must Prove: 

Plaintiffs are not bound by the general assumption at the 
trial by the trial court and the parties of a fact which it is in- 
cumbent on defendants to prove in order to bring the case within 
the exception to the general rule authorizing recovery by plaintiff. 
—Ibid. 

Court Cannot Take Judicial Notice of the Location of a Town in 

Another State: 

The court cannot take judicial notice of the location of a 
town in another state.—Ibid. 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from R ers and Digests of National Reporter 
S¥stem, Published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishi ng Co.) 


Vessel Owner May Contract to Carry Contraband Goods to 

Blockaded Port: 

(District Court, S. D. Florida.) A vessel owner may contract 
to carry contraband goods, and may also contract to carry such 
goods to a blockaded port. (M. A. Quina Export Co. vs. Seebold, 
280 Fed. Rep. 147.) 

Submarine Activities of Germany Constituted Blockade of Eng- 
lish Ports, Amounting to Restraint of Rulers: 

The activities of the German submarines off the coast of 
the British Isles for the avowed purpose of sinking all vessels 
entering the forbidden zone was an effective blockade of the 
English ports, which excused a vessel owner from performing 
his charter agreement, under the clause exempting restraint of 
rulers.—Ibid. 

Warning of Intention to Sink All Vessels Was Extraordinary 

Occurrence, Beyond Control of Parties to Charter: 

The published warning by the German government that it 
intended to sink all vessels entering the forbidden zone around 
the British Isles was an extraordinary occurrence beyond the 
control of either party to a charter, entered into before the 
warning was published, for the carrying of a cargo to England. 
—Ibid. 

Charter Is Frustrated Only When Change Is So Great No Rea- 
sonable Man Would Contract Under the Circumstances: 

A charter agreement to carry a cargo is frustrated only when 
the change in circumstances is so great that no reasonable man 
would have entered into the contract under the new circum- 
stances.—Ibid. 

Charter Held Frustrated by Notice of Germany’s Intention to 

Sink All Vessels in Forbidden Zone: 

A charter agreement to carry a cargo of lumber to England 
in a small sailing vessel was frustrated by the German warning 
of intention to sink all vessels in the forbidden zone around the 
British Isles, and by the effective efforts of the submarines to 
carry out the purpose, since no reasonable man would have con- 
tracted to perform such a voyage under those conditions, unless 
the amount of freight would fully repay the value of the vessel. 
—Ibid. 

Mutual Mistake in Charter Party Held Not Prejudicial to Char- 
terers: 

(District Court, D. Massachusetts.) A charter party for car- 
riage of a cargo of wool in bales from South Africa to Boston, 
for a lump sum as hire, in describing the vessel stated her ton- 
nage and that she was “estimated about 10,000 bales capacity.” 
Both charterer and the broker for the owner acted in the belief 
that the South African bales averaged 16 cubic feet, whereas 
they averaged 23 cubic feet, and the vessel was able to take but 
6,360 bales, though she could have stowed about 10,000 bales of 
16 cubic feet. Held, that the estimate of capacity in bales was 
not a warranty, but was made under a mutual mistake, and that, 
since the actual capacity of the vessel was as understood, char- 
terers were liable for the full charter hire. (S. O. Stray & Co., 
Inec., vs. Trottier, Ide & Co., Trottier, Ide & Co. vs. S. O. Stray 
& Co., Inc., 280 Fed. Rep. 249.) 


RAILROAD ADMINISTRATION SETTLEMENTS 

The Railroad Administration announced this week the fol- 
lowing additional settlements with railroads for the use of their 
properties during the 26 months of federal control, the roads 
named having received the amounts set forth: Missouri, Kan- 
sas & Texas, $5,000,000; Wichita Falls & Northwestern, $3,500; 
Union Passenger Depot Company of Galveston, $35,000; North- 
ern Pacific Terminal Company of Oregon, $26,500; Salina North- 
ern, $3,500; and the Knoxville, Sevierville & Eastern, $2,500. 
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SHIP SUBSIDY SITUATION 


The Trafic World Washington Bureg, 


Declaring that reports that the subsidy bill is “dead” are 
untrue, the National Merchant Marine Association this wee; 
said the bill was a live issue and that the newspapers of the 
country were devoting an increasing amount of attention to the 
measure. 


“Much stress has been laid by the opponents of the bill on 
a conference held at Senator Lodge’s home, at which Senate 
leaders are declared to have decided to sidetrack the bill,” the 
association said. “It can be said with authority that no such 
decision was reached, that the Senate leaders are favorable to 
the bill, and that one of them has declared that the measure 
will be passed by the Senate before election. It is true that 
there is opposition in some parts of the Senate to immediate 
action on the bill, and this is true, also, in the House, but both 
branches are expected to take up the measure in the next fey 
weeks. President Harding’s determination that prompt action js 
necessary in the case of the shipping bill can be said to be as 
strong as ever, and he is confidently looked to to hold that the 
pledge which this legislation will fulfill must be carried out by 
the majority party. For the immediate present, however, prac. 
tically his entire time is devoted to the strike situation.” 


BRITISH AND SHIP SUBSIDY BILL 


The Trafic World Washington Bureay 


Declaring that a vote against the ship subsidy bill would be 
a vote to aid Great Britain and to injure the United States, and 
to destroy, perhaps forever, the chances of the United States of 
“an adequate place on the high seas,’ Senator Ransdell, of 
Louisiana, in a speech in the Senate submitted reports taken 
from the British press appealing to the “pro-British party” in 
the United States to block passage of the measure. 

Mr. Ransdell began his speech by reading the following 
letter from James E. Smith, president of the Mississippi Valley 
Association: 


Proof is now conclusive that the powerful shipping interests of 
England are determined, if possible, to prevent the enactment of the 
ship subsidy bill, which would insure the successful operation of an 
American merchant marine. 

I attach this proof in the shape of many clippings from recently 
printed English newspapers and magazines. Please note that a key- 
note of these editorials is a plea to the ‘‘Pro-British’’ party in the 
United States to block the passage of our ship subsidy bill. 

The farmers and producers in the Mississippi valley ought to 
know whence comes the real opposition to a bill whose purpose is to 
supply them with American flag ships in order that their surplus 
foodstuffs, cotton and manufactures may reach the world’s consuming 
markets under as favorable conditions as possible and free from con- 
trol by Great Britain or any other foreign country. 


Our people should also know that those of our own citizens who 
are attacking the ship subsidy bill in a partisan way are playing 
squarely into the hands of Great Britain, and to the detriment of 
American farmers and producers who, during the last half century, 
have not always been able to serve foreign markets which were 
needed by Great Britain and the extensive shipping interests of that 
country. 

The new tariff bill has been framed with a view to protecting 
American manufacturers at a time when industrial competition is 
very keen. 

The federal barge line on the Mississippi and Warrior rivers was 
created and is being operated as an aid to American farmers and pro- 
ducers of the interior whose need for efficient and low cost transporta- 
tion to shipside has become very great. 

The ship subsidy bill was framed for the purpose of giving Ameri- 
can farmers and producers American controlled steamship service to 
the consuming markets of the world at a time when every advantage 
must be made the most of. 

The American government has invested several billion dollars of 
taxpayers’ money in creating its merchant fleet in order to start the 
development of a permanent merchant marine. 

Nobody wants the American government to engage permanently 
in the business of merchant shipping. The intent all along has been 
to give American operators a fair chance to fully employ their splen- 
did enterprise in this field and so compete with foreign operators. 

Because the United States is the richest of nations, the scale of 
living in this country is very high. This means comparatively high 
costs generally. 

On the high seas these high costs must compete with the scale of 
costs in all other countries, which, as a rule, is lower. 

High cost of government operation has increased this differential. 

American ship operators, when given a real chance, can do much 
to bring down these costs, to increase efficiency, and to render desil- 
able service to American farmers and producers. 

But they cannot themselves hope to completely offset through 
efficiency alone all the difference in costs existing between the United 
States and European countries. 

This difference the government must pay, in the shape of a ship 
subsidy, if we are to have an efficient American merchant marine 
operated by American business enterprise at moderate cost. 

Once this subsidy be granted, business enterprises will purchase 
and operate the Shipping Board’s ships, and then begin to apply to 
such operations the business skill and enterprise which have made the 
people of the United States so prosperous. 

The cost of the subsidy will be very small when compared to the 
heavy losses incurred by the government in the upkeep, carrying and 
direct operation of the American merchant marine. 

_In this way the cost to the taxpayers will be greatly reduced, 
while American business enterprise will go far toward increasing the 
benefits to American farmers and producers of an efficiently operated 
American merchant marine,~ 

Great Britain, which has long drawn huge profits and valuable 
advantages from the handling of American commerce on the high 
seas, knows that the hew merchant marine bill, with its subsidy fea- 
ture, and its advantages to shippers, will place American ship opera- 
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A dependable fast through freight service is 
maintained in both directions. 





A TELEGRAPHIC RECORD of through 
traffic routed via the Gulf and Ship Island is 
furnished shippers and consignees. 






H. H. SCHUTT, General Agent 
Porter Building, Memphis, Tenn. 








W. P. WITHERS, General Agent 
Great Southern Life Bldg., Dallas, Texas 


W. H. L. NELMS, General Agent 
Moore Building, Atlanta, Ga. 
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Managing Agents: 
American-Hawaiian Steamship Co. 
American Ship and Commerce Corporation 
General Agents: Hamburg-American Line 








American-Hawaiian S.S. Co. 
INTERCOASTAL SERVICE 


Between New York, Boston, Philadelphia and Los 
Angeles, San Francisco, Portland, Seattle and Tacoma 


Boston Phila. New York 
nye ga dageal inawug eae eee July 29 Aug. 5 Aug. 3 
WE Hidkers:2 4 vicis-0.0 010 0s epee ¥e Aug. 5 Aug. 12 Aug. 10 
KENTUCKIAN Dicameni baleen Aug. 12 Aug. 19 Aug. 17 
PP eee Aug. 19 Aug. 26 Aug. 24 


Sailings every Thursday from New York, : every 
Saturday from Boston and Philadelphia. and 
fortnightly from the Pacific Coast ports 
Baltimore to Los Angeles, Seattle, San Francisco, 
Portland and Tacoma 
Re AEDT ois | Sica coh Si in cst en'c Sow soi tine » pean Aug. 19 
Mobile and New Orleans to Los Angeles, San Fran- 
cisco, Portland, Seattle and Tacoma 


Mobile New Orleans 
a eee Aug. 19 Aug. 26 


PACIFIC COAST TO EUROPE 


U. S. Pacific Coast Ports to the Principal Ports of the, United 
Kingdom and Continent—Direct Fort- 
nightly Sailings 


Joint Services with 
Hantangraerene” Line 


o Hamburg 
NEW YORK TO HAMBURG 
8.8. *MOUNT CLINTON ...ccccccccccccccccccccccccee Aug. 3 
8.8. FRELIANCE  .....ccccccccccccceccccscecccscsceed ug. 8 
B.S. *MOUNT CLAY ..nciccccccciccccccccccccvcccces Aug. 17 
B.S... FRESOLUTE ...cccccccccccccccccvceecccccesecces Aug. 22 
2 ee rrr ere Perr eer Aug. 24 
8.8. "MOUNT CARROLL  ...cccccccccccccccccccccvves Aug. 31 


* Carries third-class passengers. 
+ Cabin and third-class passengers. 
t First, second, third-class passengers. 


LOADING PIER 86, NORTH RIVER 
PHILADELPHIA TO BREMEN AND HAMBURG 


S.S. OREGONIAN (via Baltimore) ........cccceeseees Aug. 19 
S.S. THEMISTO (via Baltimore) ...........-..seeeee0e Sept. 16 
BOSTON TO BREMEN AND HAMBURG 
S.S. CALLISTO (via Baltimore and Norfolk).......... Aug. 7 
S.S. NEVADAN (via Baltimore and Norfolk).......... Sept. 6 
BALTIMORE TO BREMEN AND HAMBURG 
8.8. CALLISTO (via Norfolk)........cesccececcceces Aug. 14 

SUMED | bos 0'w'ewah-06004c0seceSevcrcvccueeceee . 
8.8. NEVADAN (via Norfolk) ...........csesceeeece Sept. 14 


NORFOLK AND NEWPORT NEWS TO BREMEN 
AND HAMBURG 
8.8. CALLISTO 


Be. NEVADA oo oc0.0cc0000000000 00000 0es ccs bievcccmd Sept. 16 


NEW ORLEANS TO BREMEN AND HAMBURG 
8.8. SACHWARZWALD Late. Sept. 


Through bills of lading via Hamburg issued to all. Scandinavian 
and Baltic Ports 


eee eee ee 


U. S. Government Ships 


NEW YORK TO DUTCH EAST INDIES 
Penang, Belawan-Deli, Port Swettenham, Singapore, Batavia, 
Samarang, Soerabaya 
ee ee, rrr TET TT ere Tre. Aug. 15 
S.S. THE LAMBS 


Steamers take cargo for igh Areas and Syrian Ceast 
[) 
Loading Pier 21, Pouch Terminal, Clifton, 8. L 


General Offices: 39 BROADWAY, New York 
Telephone Whitehall 1020 
WESTERN FREIGHT OFFICE 
Chicago, 327 South LaSalle Street Phene Wabash 4891 


BRANCH OFFICES 
Boston, 40 Central Street Phone 


3084 
Cleveland, 242 The Ana. Phone 2150 
Philadelphia, Phene Lombard 7650 
Pittsburgh, Oliver bide. Phone Grant 7431-2 
Rochester, Cotmmerce Bldg. Phene Main 715¢ 


GENERAL PACIFIC COAST AGENTS 
Williams, Dimond & Co., 310 Sansome St., San Franciece 
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tors in position to-compete-with-them,.and they fear the competition 
of American business enterprise under such circumstances. 

They know that, under these conditions, American business enter- 


prise will quickly open all worth while foreign markets to American 
producers, and keep them open. 

t is no wonder then that Great Britain is calling on the ‘‘Pro- 
British’’ party in the United States to oppose the passage of the ship 
subsidy bill, which would destroy the British shipping monopoly and 
take from British merchants all opportunity to close or open at will 
world markets needed by American farmers and producers. 

We must have low cost transportation to foreign markets, and 
that transportation must not be controlled by Great Britain or any 
other foreign country, if our farmers and manufacturers of surplus 
products are to prosper in competition with the producers of other 
countries who need markets now as never before: 


The open hostility of the people of Great Britain to this subsidy 
bill, as reflected in the editorial expressions I am sending you here- 
with, is so menacing to our institutions, particularly throughout the 
— Valley, that our people should know the facts without 

elay. 


Referring to an article in the Liverpool Courier of June 13, 
the senator said it was declared that there was a pro-British 
party in the United States and that British official and unofficial 
encouragement should be given to that party, and diplomatic 
suasion brought to bear upon Washington to defeat the bill. The 
writer of the article said there was an “obvious spirit of envy 
and jealousy” behind the bill. 

“The charges against America in this article and other 
articles are unfounded and unjust,’ said the senator. “These 
charges are so false, so offensive, so utterly opposed to the 
friendly spirit between the two countries, that I am at a loss to 
understand them. It is also asserted that we have in America, 
in connection with the shipping bill, a pro-British and an anti- 
British party. This is certainly news to me, and I unhesitatingly 
deny the charge.” 

Speaking for himself, the senator said he had taken an 
active interest in trying to secure a strong merchant marine for 
America because of his love for his country and not because 
of opposition to Great Britain. He said he had the kindest feel- 
ings toward Great Britain. 

“We are not anti-British, but we are Americans determined 
to do whatever our judgment dictates is for the best interests 
of America, provided it is honorable and just, and are not to be 
deterred by threats of abuse,” said he. 

The senator declared that the United States could not build 
up a merchant marine without a subsidy. 

“There is no necessity for hysteria on the part of Great 
Britain over the proposed legislation by the United States in 
regard to shipping,” he continued. “Our plan is to carry at least 
one-half our foreign commerce, both exports and imports, in- 
cluding our outbound mail and 50 per cent of the immigrants to 
our shores, under our own flag, is a logical and proper one, 
entirely within our legal and moral rights, and no country has 
valid reason to object to it.” 


Referring to other articles published in Great Britain, the 
senator said: 

“Note the implication here that there is a sentiment in 
Congress against the shipping bill because of apprehension that 
the measure will create friction with England. If any fear of 
Britain exists in Congress, I am not aware of it; nor do I believe 
that we will be swerved from our purpose to establish the 
American flag again on the seas for purposes of protecting the 
nation and the nation’s commerce by any such consideration. 
We would deeply regret serious friction with Great Britain or 
any other maritime country, but must pursue the course deemed 
essential to our naval and commercial welfare, even if offense 
be given thereby. We shall try hard, in carrying out this policy, 
not to step on any nation’s toes, but will do so if necessary. 
Self-defense is the highest law of nations as of individuals. 
The shipping bill is one of the most important measures of 
national self-defense ever presented to the American Congress, 


and it does not require prophetic vision to predict its passage 
in the near future.” 


Senator Ransdell discussed remarks attributed to prominent 
Britishers who sounded “the cry of retaliation.” He said Great 
Britain had the right to adopt measures similar to those pro- 
posed for the American merchant marine. He stressed the point 
that the United States was not seeking to carry all its foreign 
trade, but that all that was asked was a fair share of it. In 
conclusion he said: 

Shall we play the game of our commercial rivals by stifling legis- 
lation to establish a merchant marine of our own for our national and 
industrial protection, when by so doing we would turn over to them 
the undisputed monopoly of the seas? 

In a word, shall we allow Great Britain to dictate our sea policy 
and leave us in commercial bondage for generations to come? Shall 
we permit her to set up on the high seas a notice reading: ‘British 
property! Americans keep off!’ I say no, a thousand times no! 


Caraway Criticizes Ransdell 


Commenting in the Senate on the speech made by Senator 
Ransdell, Senator Caraway of Arkansas said in part: 


The senator from Louisiana said that there was a pro-British party 
in this country trying to defeat the ship subsidy bill. Whenever a 
man gets a cause that is so bad that nobody will espouse it, he then 
tries to asperse the motives of everybody who disapproves it. Such 
an assumption-as that expressed by the senator is just as fair as an 
assumption that the senator from Louisiana and the senator from 
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Washington, who are so actively pressing this matter, want to in- 
crease the amount of liquor that can be sold, because every ship that 
flies our flag is a saloon, and every ship that flies our flag will be a 
saloon as long as the present President is President and the present 
Attorney-General is at the head of the law department. It is just 
as fair, then, to assume, it is just as near the truth, and everybody 
will come as near believing it, that the senator from Washington and 
the senator from Louisiana are running a propaganda to increase the 
number of barrooms in America, as to say there is a pro-British party 
that is trying to defeat this legislation favorable to a a subsidy in 
the Senate, and therefore drive senators into supporting this infamous 
measure. 

I am weary of senators bringing in measures which are so re- 
pellent, and trying to drive other senators into supporting them, or 
at least not openly opposing them, by intimating that some foreign 
influences are trying to defeat them. 

I spent the summer of 1918 in France, and I have heard more 
talk of German invasion here in the Senate since the tariff bill has 
been before the Senate than I heard of German invasion all the 
months I was in France. There are certain senators who come on 
the floor only when schedules in which they are interested are to 
be discussed and voted upon, and say, ‘‘Oh, well, if you don’t support 
my schedule, you will have a German invasion.’”’” Now, we have a 
British invasion of our shipping interests threatened. 


SHIPPING BOARD LOSSES 


Chairman Lasker of the Shipping Board, July 24, made 


public results from the operation of vessels for June, as fol- 
lows: 


The Shipping Board continues to cover all trading routes, so that 
— shippers can ship in American vessels to any port of the 
world. 

The total expenses incurred in excess of income from vessel opera- 
tions (including overhead, repairs, insurance and lay-up expenses) 
were $2,783,216.29. This result is almost as good as the result attained 
in May, which was the most favorable month under the present Board 
in the operation of U. S. Shipping Board vessels. The corresponding 
excess of expenses over income for the month of May was $2,660,486.81, 
or a slight increase in the month of June of $122,729.48. The total 
voyages completed in May were 205, and the total voyages completed 
in June was 198—a decrease of 7 completed voyages. 

The net excess of outlay over income on voyage operations for 
May (excluding overhead, repairs and insurance) was $376,445.84. In 
June, for the first time, income exceeded outlay, the excess of income 
over outlay amounted to $204,531.75. This improvement is due partly to 
the increase in passenger revenues, which for the month of June 
showed an excess of income over outlay (excluding overhead, repairs 
and insurance) of $354,630.78, which is ‘an improvement of $137,261.65 
over the preceding month. 

A considerable improvement was effected in the option of cargo 
vessels. Excess of outlay over income in May amounted to $863,320.47, 
as against $317,816.78 in June, an improvement of $545,503.69. 

Tanker voyages decreased from 40 in May to 22 in June, and for 
the month of June the excess of income over outlay (excluding over- 
head, repairs and insurance) for tanker voyages was $153,310.74, which 
is a decrease of $114,234.67 below the preceding month. 

Charter hire receipts for the month of May were $79,829.27 as 
against $70,634.99 for the month of June. 

The outlay for repairs in May amounted to $1,019,232.65, as com- 
pared with $1,461,016.71 for the month of June. The larger expenditure 
for repairs offset the better direct operating results and prevented 
an outstanding improvement over the May results. 

In this connection a committee has recently been appointed con- 
sisting of Commissioner T. V. O’Connor, vice-chairman of the board, 
and Vice-Presidents J. Barstow Smull and Edward P. Farley and Act- 
ing Vice-President Joseph E. Sheedy of the Emergency Fleet Corpora- 
tion, who are now engaged in making a survey of Shipping Board 
tonnage, particularly that part of the fleet which is laid up with a 
view of determining what repairs and reconditioning should be under- 
taken at this time. When this report is made and the work recom- 
mended is undertaken the item for repairs will of necessity increase 
the excess of expenses over income. 

Insurance premiums for May amounted to $329,839.88, as against 
$418,873.40 for the month of June. ; 

The lay-up expenses remained substantially the same, amounting 
to $365,452.51 in May and $365,572.61 in June. 

Salaries and wages amounted in May to $477,209.00 and in June 
to $471,396.80. 

General expenses increased from $172,136.20 in May to $282,523.51. 

These favorable results attained for the month of June are the 
result partly of the increased gross revenues resulting from the present 
heavy personal activity in passenger traffic, and, partly from the 
operating economies instituted and the consequent reduction in the 
operating expenses. 

In making public this report Chairman Lasker stated that while 
the cost of operations is now low (and has constantly declined since 
the present administration has taken hold), he did not desire the 
impression to be conveyed that this low figure could be consistently 
maintained throughout the year, inasmuch as this is the best season 
of the year for ship operations, and passenger earnings are at a high 
peak. In later months Mr. Lasker stated large sums will have to be 
spent on putting the tied-up fleet in better condition. 

Chairman Lasker in making public the above statement again 
emphasized that in its accounting the board does not figure capital 
charges and several forms of insurance which the board carries itself. 
The chairman strongly feels that failure to include the proper pro- 
portion of capital charges in monthly cost statements does not present 
a true picture of the results such as all commercial statements should 
reflect, these omissions, however, are in line with established practice. 


SHIPPING BOARD COMPLAINT 


The Trafic World Washington Bureau 

The United States Shipping Board’s long expected complaint 
against the Boston & Maine averring that that carrier gives 
undue or unreasonable preference to traffic destined to or al- 
riving at the Commonwealth and National Docks at Boston and 
unjustly discriminates against the dock maintained by the ShipD- 


ping Board in that city (No. 14017, United States Shipping Board 


vs. Boston & Maine) has been placed on the files of the Com- 
mission. The allegation of undue prejudice is based on the 
failure of the Boston & Maine to absorb the switching charges 
of the New Haven and the Union Freight railroads on traffic 
to and from the board docks, to and from Maine, New Hamp- 
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ROCHESTER, NEW YORK 


General Storage Carload Distribution 


Members American Warehousemen’s Association and American Chain ef Warehouses 


B. R. & P. WAREHOUSE, Inc. 













Greater power isn’t enough. 
The parts of a truck must be 
made to stand the strain that 
greater power imposes. The 
SAVANNAH, GEORGIA power of Pierce-Arrow’s dual- 

cities tenits Uline deiiiiasinidias valve engine is translated into 
delivery service without the 
least suggestion of stress or 


H. H. BRADLEY & CO. 


Personal Service . Quick Despatch strain. 





CHICAGO 


Jos. Stockton Transfer Co. Pierce-Arrow 


Teaming of Every Description—City Delivery Service ane Cartose 
atin TRUCKS 


. JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 


DALLAS,TEXAS 


Distribution and Warehousing 


The Inter-State Forwarding Company 


Package Cars to Mexico 


Package cars are operated daily out of Dallas to Laredo for 
Mexican points. Goods consigned in our care will reach this car. 
We Specialize on Distribution and Storage 
of Merchandise of All Kinds 
OUR SERVICE IS PROMPT. OUR RATES REASONABLE 


We maintain a rate bureau. Freight rates furnished 
upon application. Correspondence solicited. 











The Pierce-Arrow Motor Car Company 
Buffalo, New York 


2-ton $3200 3}-ton $4350 5-ton $4850 fully equipped 


Mr. Traffic Manager: 


DON’T FORGET you already have an up-to- 
date Warehouse in Canada. 


All you have to do is SELL, SELL, SELL. 
We DELIVER THE GOODS. 


Connections throughout Canada 


National Cartage and Warehousing Company, Ltd. 


Vancouver, Canada 


Chicago Representative—Burkharts Warehouse Service 


TACOMA, WASH. 


Whitworth Transfer & Storage Co., Inc. 


REGULAR SERVICES 
F REIGHT and PASSENGER 














Petron POOL-CAR-DISTRIBUTORS 
NEW YORK MONTREAL PHILADELPHIA 
BALTIMORE BOSTON PORTLAND, ME. 

oe FOR POINTS IN PACIFIC NORTHWEST 
ee pe me 
M ITERRANEAN 
pe seilnoae MERCHANDISE STORAGE 
eee — ° see NO SWITCHING CHARGE ON CAR LOAD LOTS 
Import and Export Freight Shipments Solicited 


Write for Condensed Schedule of. Comparative Class Rates Applying 
s ee hk ‘ sa Sonne mo 2050 to Principal Points in Pacific Northwest 
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shire and Vermont, while at the same time ebsorbing the charges 
to the Commonwealth and National. On traffic to and from 
those states the complaint alleges the Boston & Maine charges 
its full rates plus the rates of the New Haven and Union Freight 
railroads to and from the docks of the Shipping Board. 

Rates on imported wool, from Boston to Manchester, N. H., 
are used by the complainant to show the effect of the discrimi- 
nation that the board has made the object of its complaint. 
From National and Commonwealth docks, the complaint alleges 
the charge is 19% cents, while from the Shipping Board docks 
it is 23 cents. The transportation cost, the board alleges, is 
no greater from and to its docks, than from the Commonwealth 
or National. 

“This practice of the defendant has caused and will cause 
the complainant great damage, because vessels, on account of 
the conduct of the defendant hereinbefore described,’ says the 
complaint, “have sought and will seek berths at the Common- 
wealth docks and the National docks instead of the docks of 
the complainant, and by reason thereof the complainant has 
lost, and will continue to lose, the revenue and profit derived 
through the warehousing, wharfage and handling incident to 
the movement of freight to and from its docks.” 


PANAMA CANAL TRAFFIC 


Final summaries of the traffic through the Panama Canal 
for the fiscal year ending June 30, 1922, have not been com- 
pleted. Subject to minor corrections, however, the summaries 
for the past fiscal year as compared with the fiscal years of 1921 
and 1920, are as follows: 





1922. 1921. 1920. 
Number of vessels........... 2,736 2,892 2,478 
Net tonnage, Panama Canal 
measurement .....cseeee 11,417,459 11,415,876 8,546,044 
Tolls (exclusive of launches, 
oo!) ore Pees eee $11,197,832.41 $11,276,889.91  $8,513,933.15 
We OE CII, ésiccceccé senes *10,873,000 11,599,214 9,374,499 


*Approximate figure. 


On the basis of the figures as above, the number of ships 
in the fiscal year just ended was 156 less than in the preceding 
year, a decrease of 5.4 per cent. Net tonnage was slightly 
greater, and tolls $79,057.50 less, a decrease of seven-tenths of 
1 per cent. The approximate figure for cargo indicates a de- 
crease of about 725,000 tons, or about 6 per cent. The fiscal 
year 1921. was the year of greatest traffic through the Canal 
so far. 

In the calendar year 1921 the number of commercial ships 
making the transit was 2,783. Net tonnage and tolls (11,435,811 
tons and $11,261,098 in tolls) were about the same as in the 
fiscal year: just ended; and cargo, 10,707,005 tons, was less than 
the indicated total for the fiscal year 1922 by about 165,000 tons. 
The traffic for the fiscal year was, accordingly, at about the 
Same rate as in the last calendar year. 

A total of 228 ocean-going commercial vessels transited the 
Canal in June. Tolls on these vessels aggregated $933,290.42, 
as compared with $1,015,057.37 tolls for 243 vessels last month, 
and $751,964.12 tolls for 192 vessels in the month of June, last 
year. 

In addition to the above commercial traffic, 4 small non- 
seagoing launches transited the Canal, on which tolls of $10.20 
were paid, and 24 U. S. government vessels were passed through 
free of tolls. 

Commercial traffic through the Canal in June was somewhat 
smaller than traffic for the preceding month, but was consid- 
erably in excess of commercial traffic in June, 1921, and slightly 
above the average traffic in the fiscal year ending June 30, 1922. 

Traffic from the Atlantic to the Pacific was greater than 
normal and has been exceeded but twice in the last fiscal year; 
in the last month the Atlantic to Pacific traffic comprised slightly 
more than 60 per cent of the total traffic through the Canal. 
Traffic from the Pacific to the Atlantic was unusually light, 
and, with the exception of the month of January, was the small- 
est volume of traffic from the Pacific to the Atlantic of any 
month in the last fiscal year. 


SHIPPING BOARD SELLS “POCAHONTAS” 


Sale of the S.S. “Pocahontas,” formerly the ex-German 
steamship, “Princess Irene,’ to Edwin H. Duff, representative 
in Washington of the American Steamship Owners’ Association, 
was announced this week by the Shipping Board. Mr. Duff 
bought the vessel for other persons not named. The vessel 
formerly was operated by the U. S. Mail. When the ship was 
on its way to the United States from Naples, Italy, in Septem- 
ber, 1921, engine trouble developed and it was tied up at Gib- 
raltar, where it has been since. In accord with the policy of 
the ships sales depariment of the board of not. telling what 


it receives for ships, the price paid by Mr. Duff was not made 
public. 


PARCEL POST TO RUSSIA 


American parcel post business with Russia for the last 
three months has been almost double that of fhe three pre- 





Vol. XXX, No. 5 


ceding months, according to figures made public by Edwin 
Sands, superintendent of the Division of Foreign Mails of the 
Post Office Department. 

In January, February, and March, 1922, 18,141 parcels 
were dispatched to Russia in Europe and 131 to Russia in Asia 
—a total of 18,272—while for April, May, and June, 31,858 
parcels were sent to Russia in Europe and 248 to Russia in 
Asia—a total of 32,106. 

Despite the reported famine conditions in Russia, the con- 
tents of the parcels indicated that the need was for clothes 
rather than food, since a large per cent contained clothing. 


UNITED AMERICAN LINES SERVICE 


The United American Lines announce that, beginning with 
the SS “Sudbury,” from Mobile, August 19, and New Orleans, 
August 26, they will establish a monthly service from Mobile 
and New Orleans to Pacific coast ports; also an extension of 
their service from north Atlantic coast ports to Pacific coast 
ports by adding Baltimore. Beginning with the SS “Georgian,” 
sailing from Baltimore the 19th, they will have fortnightly sail- 
ings from Baltimore to the Pacific coast. Nine additional 
steamers will be added to take care of this service. 


The Trafic World Washington Bureau 

In a letter of regret to the chairman and members of the 
National Hay Association, caused by his inability to attend 
their meeting and address them at Cedar Point, O., July 26, “for 
imperative reasons which cannot well be explained by letter,’ 
Chairman McChord discussed conditions in this country. He 
said that, in giving consideration to the invitation from the 
assocation, his attention was challenged by the motto of the 
association: ‘Not for self, but for all.” That motto, he said, 
was such an excellent text for the message he had for the 
association that he had taken the liberty of appropriating it. 
As he read it, he said, it was a happy paraphrase of the Golden 
Rule—an inspiration, a hope, and an assurance, all in one. It 
was certainly an encouraging thing, he said, to note a proclama- 
tion of unselfish principles and purposes publicly made by a 
purely business organization. 

“Adopted and unswervingly followed by all individuals and 
groups of individuals in all lines of endeavor, it would herald 
not merely the dawn, but the consummation of better human 
relations and better human accomplishments,” said he. Ascrib- 
ing present conditions to the effect of the world war, he said 
that, perhaps, at no time since community life began, had there 
been such imperative need for a mutually forbearing spirit 
among men. Strikes, he attributed largely to the spirit and 
acts of the profiteer, using the latter as the personification of 
the selfishness created by the war. He said he would not dig- 
nify him by mention of his existence, except to point out that 
in his train followed many men who, with him, forgot their 
obligations to the mass of mankind. 


“The strikes of laboring men are but symptoms of the 
condition I have been discussing,” said he. “Controversies be- 
tween employer and employes can be adjusted on equitable 
terms if, putting selfish considerations aside, both meet in that 
spirit of whole-hearted understanding and co-operation in which 
each is willing to concede something for the benefit of all. If 
agreements cannot be reached by negotiations, the public, whose 
vital interests are at stake, has the paramount right to expect 
and require that in all things both sides shall bow to the con- 
stituted authority to which such matters are committed for 
adjustment.” He continued: 


All men in this country are entitled to equal rights and to equality 
of opportunity. No organization of men or of capital has the slightest 
right to interfere in any way with the will of any man to pursue 
whatever calling he prefers and to prosper in it. Whether he 
chooses to toil with his hands, or to engage in mercantile pursuits, or 
to till the soil, or otherwise to occupy himself legitimately, it is his 
supreme right to do so, without the leave of any man or group ol 
men, upon such terms as are acceptable to him, unmolested and 
unhampered. What every right-minded man in the land insists upon 
is a square deal; that he is entitled to; that sooner or later he shall 
have; and that he will freely concede to his fellows. 

Despite the many disturbing symntoms of unrest and of lawlessness 
we see all about us, I believe this country of ours is becoming a better 
place to live in all the time. Our people as a whole are too intelligent 
to he led astray by the shallow and unscrupulous bolshevists and ovher 
agitators who, unfortunately enough, have been permitted to estabh- 
lish themselves here. The best of our citizenship, and I believe it to 
be the majority, also recognizes that morality in business is as 
essential to a wholesome national existence as morality in our per- 
sonal relations is essential to an enduring social state. By degrees. 
that faith will be translated into effective action. It is not consonant 
with our national concept to tolerate ‘‘truth forever on the scaffold, 
wrong forever on the throne.’’ We are surely, even though ver) 
slowly, working towards that day when all men will realize that 
unselfishness and honesty are the sound and practical bases ol! 
individual and national greatness. 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for May 
shows 11,454 cars held overtime—a percentage of 06.24—as 
against 8,847—a percentage of 06.06—for May, 1921. 





July 


July 29. 1922 








Weatherred Transfer and Storage Co. 


MODERN FACILITIES FOR 


DISTRIBUTING—WAREHOUSING 
One Block on Mary at 13th Street 


Direct Freight and Passenger Service From Gulf Ports to 


ve! 


VERA CRUZ — TAMPICO — PUERTO MEXICO 
FRONTERA — PROGRESO 


THE STEELE LINE” 


FROM NEW ORLEANS 
SS SIGVALD—Semi-monthly sailings 


FROM aad org. TEXAS CITY & BEAUMONT 
OLGA S. —Semi-monthiy sailings 


THE STEELE STEAMSHIP LINE, Inc., Agents 


Offices:—630 Common St., The Steele Bldg., 19 Moore St., 
New Orleans Galveston New York City 


INLAND MARINE CORPORATION 


Provides 


Low All- Water Freight Rates 
The New York State Barge Canal Route 


From 


New York Harbor Points 


Buffalo, N. Y. Detroit, Mich. 
Cleveland, Ohio Duluth,sMinn. 
Chicago, IIl. 


Milwaukee, Wis. 


Minneapolis, Minn. St. Louis, Mo. 
and 
Points in the Same Rate Territories 


COMPANY’S OFFICES 


NEW YORK CITY, 15 Moore St Tel. Bowling Green 3516-9 
BUFFALO, N. Y., 522 Ellicott Square el. neca 8203 
MINNEAPOLIS, 20 Builders’ Exchange Tel. Atlantic 0596 


Consider our facilities for handling 
your shipments to and from 


CALIFORNIA 


Full information and 
Descriptive Pamphlets mailed on request 


PUBLIC WARE AND DOCKS 
SAN FRANCISCO, SACRAMENTO AND STOCKTON 
Associated Terminals 


General Offices: 324 Sansome Street, San Francisco 


GENERAL STORAGE 


POOL CARS 


DISTRIBUTION 


SOO Terminal Warehouse 


Storage and Distribution of 
MERCHANDISE. 
Without Cartage Charges 





Write to us and learn about 


“THE ECONOMICAL WAY’”’ 


THE TRAFFIC 


WACO, TEXAS | 
ee THE HEART OF TEXAS 


MUSKOGEE, OKLA. | 
Muskogee Transfer & Storage Co. 


St. Paul, Minn. | 
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2—Fireproof Warehouses 


Merchandise and Household Goods 
Stored—Poo!l Cars Distributed 
Railroad Siding. 


General Freight Service Association 


(INCORPORATED) 


Transportation and Traffic Specialists 
710-11-12 Laclede Gas Light Bldg., St. Louis, Mo. 
Expert service in Transportation, Traffic, Engineering, Legal, Car 
Service or Demurrage matters available to shippers in any part 


of the United States. 


We furnish complete or partial service for shippers with or with- 
out traffic departments. 


We audit freight and demurrage bills and collect claims for over- 
charges, loss or damage. 


We stop leaks in your transportation expenses. 


Our expert analysis of your transportation and traffic problems 
is not expensive, but the lack of it may be very costly to you. 


Reference: ST. LOUIS NATIONAL BANK, St. Louis, Mo. 


a 


BAD ORDER CARS cause the loss of many 
hard earned dollars to railroad companies and ship- 
pers of grain, seed, food stuffs and package goods. 


MUCH OF THIS LOSS can be saved by the 
use of Kennedy Car Liners. These car liners prac- 
tically condition a bad order car and enable ship- 
pers to load cars that otherwise would be rejected. 


KENNEDY SYSTEM of car liners. prevent 
leakage in transit and afford sanitary protection to 
bulk shipments and food stuffs. 


WE MAKE Kennedy Car Liners for all cases 
of bad order cars, consisting of full Standard Liners, 
End Liners, Door Liners, Sanitary and Sand Liners. 


WILL YOU NOT give us an opportunity to 
submit full details of our system and the low cost 
of same? Weare confident this would demonstrate 
to you the efficiency and money saving merits of 
our proposition. 


The Kennedy Car Liner & Bag Co. 


SHELBYVILLE, INDIANA 
Canadian Factory at Woodstock, Ont. 








519 West Roosevelt Road 
CHICAGO 


Location=-Near the ‘‘Loop”’ in the 
Heart of Chicago 


F IREPROOF 
40 CAR SIDING 
FREE SWITCHING 
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Help for Local Freight Agents 


It has appeared to The Traffic World that it might be of assistence 
to local agents if it would attempt to answer questions that may perplex 
some of them. We have, therefore, employed a local freight agent of 
long experience who will give his attention to such matters. Questions 
should be addressed to the editor of The Traffic World. They should be 
brief and clear. Names of the inquirers will not be used. If there does 
not seem to be sufficient demand for this service it will be discontinued. 
Only questions from suscribers will be considered, of course. 





Q:—Package-of merchandise was marked by a shipper to 
xrand Rapids, Mich., instead of Grand Rapids, Wis. Who must 
bear the additional freight charges? 

A.—The I. €. C. has held that the shipper making the error 
must bear the burden of the resulting freight charges, and the 


fact that the correct address was noted on the bill of lading 
is not material. 


Q.—Has the consignee of a shipment moving under a 
straight bill of lading a right to vary the original routing in- 
structions given by the ‘shipper? 


A.—No. The right to determine the route over which his 


freight shall be transported has been expressly reserved to the 
shipper. 


Q.—Shipment received at junction point which connecting 
carrier could not accept because of blockade on its lines. Ship- 
per assumed custody of the shipment and forwarded it by ex- 
press. May proportion of the through rate be applied? 

A.—Carrier must collect its local rate to the junction point. 


Q.—How long does the transit privilege extend? 

A.—It is the sense of the I. C. C. that it should not exceed 
one year, except that, as applied to the creosoting of lumber 
a period of eighteen months is not unreasonably long. 


Q.—A shipment left point of origin in a single car and was 
transferred in transit into two cars for the convenience of 
carrier. They were subsequently detained at destination beyond 
the free time. Should demurrage be assessed for both cars? 


A.—Assessed as for one car only, so long as either car is 
detained. 


Q.—A shipment was made June 26 and was actually set, at 
destination, for unloading July 3, reduced demurrage rates in 
effect July 1. Which demurrage rate applies? 

A.—Demurrage charges at destination are controlled by the 


tariff in effect when car is actually or constructively set for 
unloading. 


NEW YORK APPEALS TO HARDING 


The committee on railway transportation of the New York 
Board of Trade and Transportation (composed of E. J. Tarof, 
chairman, J. A. C. Jansen, L. W. Williams, E. W. Margetts, 
Samuel Evans, Jr., J. R. Kidd, Jr., C. N Dodge and C. J. Schmidt), 
together with Lee Kohns, president, and Frank S. Gardner, sec- 
retary, has sent to President Harding the following appeal from 
the decision of the Director-General with regard to the pay- 
ment of loss and damage claims that arose in the period of 
federal control of the railroads: 


This communication is an appeal on behalf of the New York Board 
of Trade and Transportation and its Committee on Railway Trans- 
portation vs. James C. Davis, Director General of Railroads and agent 
of the President. 

In the matter of unsettled meritorious claims for loss of and/or 
damage to freight in transportation on railroads during the period of 
federal control. : 

We beg to express our sincere regret that provisions of law and 
circumstances appear to leave no alternative course to us than to 
respectfully, but earnestly, request your attention to the subject here- 
inafter submitted, for we would gladly avoid, if possible, any addi- 
tion to your many cares by broaching a question which demands such 
serious consideration. 

1. James C. Davis, Director General of Railroads and agent of the 
President, appointed by the President as such agent under the pro- 
vision of Section 206 (a) Transportation Act 1920, is subject in the 
performance of his duties as agent to the direction of the President. 

2. All of the official acts and decisions of such agent are subject 
to the approval or disapproval of his principal, the President, and, 
being subject to such approval or disapproval, all the acts and de- 
cisions of such agent which are not disapproved and reversed by 
the President are in effect and, in fact, the acts and decisions of the 
President. 

3. The first sentence of Section 202, Transportation Act 1920, pro- 
vides that ‘‘The President shall, as soon as practicable after the ter- 
mination of federal control, adjust, settle, liquidate and wind up all 
matters, including compensation, and all questions and disputes of 
whatsoever nature, arising out of or incident to federal control.’”’ 

4. The provisions of the above extract from Section 202 of Trans- 
portation Act 1920 include all meritorious claims of every nature 
whatsoever arising out of or incident to federal control, and there- 
fore, manifestly, include all meritorious claims for loss of and/or 
damage to freight in transportation on railroads during the period of 
federal control, whether laige or small, which were presented accord- 
ing to law before February 28, 1920, or thereafter. 

5. The provisions of Section 202 conferred the power and imposed 
the duty upon the President, viz., ‘‘The President shall, as soon as 
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practicable after the termination of 
liquidate and wind up,”’ etc., etc. 

6. The words ‘adjust, settle, liquidate and wind up” clearly 
mean the payment of all such meritorious loss and damage claims 
“as soon as practicable,’ i. e., within the shortest possible time, with 
the least possible hardship and inconvenience to the injured shippers 
having just claims. 

7. Section 206 (a) gave to such claimants the option to bring 
“action at law,” viz., “Actions at law . . . may, after the ter- 
mination of federal control, be brought against an agent designated 
by the President for such purpose.”’ But, if this option was availed 
of, this section provided that such ‘actions at law’’ should be brought 
‘not later than two years from the date of the passage of this act.” 
Therefore, the reasonable interpretation of the meaning of Congress, 
as expressed in the language of Section 202, and Section 206 (a) was 
that, the President should ‘‘adjust, settle, liquidate and wind up” all 
of these seasonably presented claims upon their merits; that such 
just claims should be investigated, decided and paid, and that others 
should not be paid. Furthermore, that any claimant dissatisfied with 
the decision of the President had a right of ‘‘action at law.’’ These 
provisions seem very plain and there is no limitation of time upon the 
President within which he should ‘adjust, settle, liquidate and wind 
up,” except ‘‘as soon as practicable.’’ It is clear that claims which 
have not been adjusted, settled, liquidated and wound up are as yet 
to be so disposed of upon their merits by the President. | 

8. These just claims for loss of and/or damage to freight in trans- 
portation on railroads which had been duly presented and filed and 
were pending on February 28, 1920, and other claims arising in the 
last days of federal control, have not been paid since. They have not 
been adjusted, settled, liquidated or wound up. 

9. We know of no instances where parties having such just 
claims for loss of and/or damage to freight during federal control 
have been able to get any determination or satisfaction regarding 
their claims, during the two years intervening up to February 28, 
1922, or since, except that, since February 28, 1922, the Director 
General has made it known through correspondence that he regards 
all such claims outlawed for which no action at law has been instituted 
for their collection. 

It should be borne in mind that of these just claims which 
were on file on February 28, 1920, and like claims arising in the last 
days of federal control, many, if not all, have been the specific sub- 
ject of correspondence and negotiation between the damaged parties 
and the Director General or his representatives. In some instances, 
representatives of the Director General made definite offers to the 
claimants for settlement. In some of such instances, we have been 
told, such offers were accepted by the claimants, but the papers 
in these instances were not endorsed for payment before the expiration 
of the two years after February 28, 1920. In some instances no satis- 
faction has been given the claimant, not even a definite refusal to pay, 
and the claims have not been paid. This manner of handling these 
claims and this treatment of the claimants could not be regarded 
as proper if adopted by a private citizen or by a railroad company. 
We know of no system of ethics by which a course of conduct when 
followed by a private citizen may be considered improper, but when 
followed by a government official can properly be regarded as right. 

11. It is not within the power of any one to read or discern with 
absolute certainty the motives which actuate other men. It cannot 
be definitely charged that these claims were the subject of cor- 
respondence and personal negotiations for the express purpose of 
misleading the claimants, encouraging them to believe that their 
claims would be paid, luring them into a sense of security and thereby 
deterring them from bringing actions at law for collection, until too 
late to do so. This was what some railroads had done under similar 
circumstances and such railroads then refused to pay just claims for 
which no suit for collection had béen brought under the terms of the 
bill of lading. 


To prevent a continuance of this reprehensible practice by rail- 
roads Section 438 of Transportation Act 1920 amended the third pro- 
vision of the eleventh paragraph of Section 20 of the Interstate Com- 
merce act to read, “That it shall be unlawful for any such common 
carrier to provide by rule, contract, regulation or otherwise, a shorter 
period for the institution of suits than two years, such period for 
institution of suits to be computed from the day when notice in writ- 
ing is given by the carrier to the claimant that the carrier has dis- 
allowed the claim or any part or parts thereof specified in the notice.” 
Whatever the motive of the responsible government official has been, 
the course followed has been similar to the course of such railroads, 
and the result the same. That is to say, these just claims which the 
law required the railroads to pay, all arose before February 28, 1920, 
and have been duly and seasonably presented, and the Congress, 
with great care, has written the law in this respect to make it impos- 
sible for the railroads to avoid payment by an device or means what- 
ever. The pending claims, herein referred to, were just claims against 
railroads, but their settlement, after the termination of federal con- 
trol, was imposed upon the President. Then it fell to the Director 
General to handle these claims. He has handled them, or neglected 
to handle them, in such a way that their payment has been delayed. 
Now, after two years, he says Section 206 (a) is in the ordinary lan- 
guage of a statute of limitations, which forbids them being paid. 
Just and meritorious loss and damage claims arising before Feb- 
ruary 28, 1920, although duly and seasonably presented, have not 
been paid, notwithstanding Section 202, Transportation Act 1920 said 
“The President shall, as soon as practicable after the termination of 
federal control adjust, settle, liquidate and wind up all matters, includ- 
ing compensation, and all questions and disputes of whatsoever nature, 
arising out of or incident to federal control.”’ 


12. Relying upon the manifest purpose of Congress to_ provide 
measures and means for the payment of these just claims, and relying 
upon the President to see that just claims would be paid as provided 
in Section 202, and not foreseeing the extraordinary construction 
thereafter to be placed upon Section 206 (a) by the Director Gen- 
eral, such claimants have confidently awaited the decision of the 
President upon their claims which, being just, he was required by 
law to pay, i. e., ‘“‘adjust, settle, liquidate and wind up.’’ Moreove!, 
a large proportion of the mertiorious loss and damage claims herein 
referred to are for amounts too small to warrant the expense of an 
action at law, which, in many instances, would be in excess of the 
claim. It is not conceivable that the intent of Congress in Section 
206 (a) was to nullify the instructions to the President given in the 
first sentence of Section 202 and by 206 (a) to compel every claimant 
to bring suit, and in that way prevent shippers from obtaining settle- 
ments of claims, the amounts of which would not justify the expense 
of actions at law. Surely the meritorious small claims and the rights 
of small claimants are no less sacred and no less entitled to fair con- 
sideration because of their comparative smallness. These meritorious 
claims are debts cf honor which cannot be disregarded and payment 
refused upon a mere technical construction of law, when in direct 
contravention of a provision so definite as Section 202 which directs 
that they be a , 

18. The Director General, as we understand, was designated by 
the President under the provision of Section 206 (a) for the ‘‘purposé 
in such section provided, i. e., to be sued and to answer for the 
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“Ship by Water” 


PROMPT, REGULAR SERVICE VIA 


WILLIAMS LINE 


Los Angeles Harbor, San Francisco, 
Portland, Seattle and Tacoma 


New York, Bibi 
Norfolk, Philadelphia 


re bills of lading issued to 
San Diego, Oakland, Stockton, and Sacramento, Calif.; 
Hawaiian and Far East Points; Astoria, Ore.; Grays Harbor 
and Puget Sound Ports, Wash.; ; Vancouver and Victoria, B.C. 


For rates, Dates of Sailing and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New York Telephone, Bowling Green 7394 
Baltimore, Md. Philadelphia, Pa. Pittsburgh, Pa. Cleveland, Ohio 

39 South St. Drexel Bldg. Oliver Bldg. Marshall Bidg. 
And at our Branch Offices at ports of call, etc. 








NAWSCO LINES 


recuarR INTERCOASTAL 


NEW YORK 
BALTIMORE 


FREIGHT 
SERVICE 


PORTLAND 
BOSTON 
PHILADELPHIA 


and 


LOS ANGELES PORTLAND 


SAN DIEGO ASTORIA 

SAN FRANCISCO SEATTLE 

OAKLAND TACOMA 
VANCOUVER 


NORTH ATLANTIC AND WESTERN $.S, CO. 


Owners and Operators, U. S. Shipping Board Ships 
BOSTON: 111 Summer St. 


NEW YORK: 11 Moore St. BALTIMORE: American Bldg. 





PHILADELPHIA: 136 So.4th St. | PITTSBURGH: 601 Bessemer Bldg. 
CHICAGO: 112 W. Adams St. 


PORTLAND: 36 Exchange St. 





o ADMIRAL LINE Pacific Coast Ports 


Pacific Mail Steamship Company 
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PASSENGER AND FREIGHT SERVICE 
NEW YORK LINE 
Calling at Manzanillo, San Jose de Guatemala, Acajutla, La Libertad, Corinto, 
Canal Zone, Havana, Baltimore, Norfolk, New York, and Philadelphia. 
WESTBOUND SAILINGS EASTBOUND SAILINGS 
New York Baltimore Norfolk San Francisco LosAngeles 

ECUADOR .. July 28 July 20 July 29 VENEZUELA, July 29 July 31 
SANTA MALTA, Aug. 5 Aug. 1 Aug. 3 ANTA ANA, Aug. 15 Aug. 17 
COLOMBIA . Aug. 15 Aug. 7 Aug. 16 ECUADOR, Aug. 29 Aug. 31 
Thereafter every 10 days OFFICES: 


Beattie . 2.5.5. Hoge Building Norfolk . . . . Southgate Fwd. & Stg. 
Baltimore . Continental Building Cleveland ... . 613 Engineers Bldg. 
Pittsburgh ...... Century Bldg. 


PANAMA SERVICE 
Between San Francisco, Los Angeles, Mexico, Central America and Canal Zene. 
S.S. CUBA sails from San Francisco August 9th 
and Sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 
10 Hanover Square, New York 508 California St., San Francisco 
803 So. Spring St., Alexandria Hotel, Los Angeles 


“The Sunshine Belt to the Orient” 


TRANS-PACIFIC SERVICE 


San Francisco to Honolulu, Yokoh Kobe. ls 
ee errr 


Passenger and a Sailings by New and Luxurious U.S. 
Shipping Board 


§.5, President nt Cleveland celdce Sue”) SU1S AUS. 12 
§.8. President Wilson (cass) sails Sept. 2 
§.8. President Taft (Vescsc) sails Sept. 12 


and every 14 days thereafter 
Threagh bills of lading issued to and from points beyond porte of call 
Ver rates and other information apply to any railroad or tourist agency, er te 
PACIFIC MAIL vaamae l co. 
508 Colinenle St., San Francisco 0 Hanover Square, N. Y. 











3 So. Spring St., Alexandria Hotel, Los Angeles 
etn Agents: U. S. SHIPPING BOARD 


One oo six days sa vials in deliveries 
fo Southwestera territory 


ADAMS TRANSFERS STORAGE G. 


228-36 WEST FOURTH STREET 
MERCHANDISE STORAGE & FORWARDING 
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President and the government in al] “actions at law, suits in equity 
and proceedings in admiralty’’ brought under the act. That seems to 
be the sole function of the ‘‘agent’’ provided for in Section 206 (a) and 
there is no specific provision of law under which he may assume or 
have conferred upon him the powers and duties which, under the 
first sentence of Section 202, were conferred and imposed upon the 
President exclusively. How and upon what authority, then, does the 
Director General assume to speak and act in withholding the payment 
of claims, the disposition of which was by Section 202 so expressly 
reserved to the President? He prints upon his letterhead, ‘‘Director 
General of Railroads and Agent of the President.’’ He is by law the 
“Agent of the President,’’ under Section 206 (a), but not under the 
first sentence of Section 202. If the President has made the Director 
General his agent as to the powers and duties conferred and imposed 
upon the President by Section 202 also, there can be no just cause for 
criticism or complaint as to that in itself, for it is manifest that the 
President must employ subordinates in performing the powers and 
duties conferred and imposed under Section 202. But the decision of 
the Director General cannot be regarded as final in the technical con- 
struction of Section 206 (a) as a statute of limitation which he 
declares forbids the payment of any claim, although presented accord- 
ing to law, no matter how meritorious, for which no action at law was 
brought before the expiration of two years after February 26, 1920, 
the date of the passage of the act. 

14. Referring to paragraph 7 hereof, we respectfully appeal to the 
President on behalf of claimants having claims still unsettled, to give 
this whole question such careful consideration and final decision as 
the manifest rights of the claimants demand; as the manifest intent 
of Congress that such claims should be eauitably settled, require; as 
the maintenance of the faith of the American people in the integrity 
of their government demands; and last, but not least, as an example 
to all citizens of how acknowledged debts of honor should be disposed 
of, without’ hiding behind technical constructions of provisions of law. 


CHICAGO TARIFFS SUSPENDED 


The Trafic World Washington Bureau 


The Commission, in I. and S. No. 1609, has suspended, from 
July 25 to November 22, schedules naming increased rates, in 
supplements Nos. 11. and 12 to Lowrey’s I. C. C. No. 44. They 
propose increased rates on carload traffic moving between in- 
dustries on railroads in the Chicago switching district, on the 
ground that there is no such convenience of switching between 
the Chicago & Alton and some of its connections, as to warrant 
a continuance of the rates now in effect and that the amount 
of service rendered warrants an increase in the compensation, 
because the services of intermediate carriers are required. 

The suspended schedules would increase many rates half a 
cent per 100 pounds. An increase from 2.5 to 3 cents for 
switching between the Alton and the New York Central was 
cited by the Commission as being typical of the proposals 
contained in the suspended supplements. 

Protests were made by the Chicago Association of Com- 
merce, the Chicago Shippers’ Conference Association and in- 
dividual shippers whose freight bills would have been increased 
had the supplements been permitted to become effective, as ten- 
dered. The situation, as disclosed by the protests, was compli- 
cated and the Commission felt it could not properly dispose of 


the matter on the record as made in the proceedings prior 
to suspension. 


ASKS OIL RATE REDUCTIONS 


The Trafic World Washington Bureau 


A petition has been filed with the Commission, by the In- 
diahoma Refining Company, asking, in the alternative, for an 
order directing the railroads to reduce, by 10 per cent, their 
local rates, on petroleum and its products, from East St. Louis, 
to destination in official classification territory, or, if the Com- 
mission is not so minded, an order reopening No. 13293, Re- 
duced Rates, 1922, with a view, on a more extended record, of 
making such an order. Unless such an order be made, the 
company avers it will be compelled to close its refinery at Hast 
S.. Louis. Such closing will be necessary, it avers, because, 
since July 13, it has been at a disadvantage of 19 cents per 
barrel, in the marketing of petroleum products, in official class- 
ification territory, from East St. Louis. 

In this petition the Indiahoma company takes the position 
that, notwithstanding the reduction, by lines east of the Missis- 
sippi, on January 1, 1922, of their local rates by 3.5 cents, the 
decision of the Commission, in No. 13293, requires them to re- 
duce the rates that were made effective January 1, 1922, by the 
10 per cent mentioned in that decision. That claim for an ad- 
ditional reduction rests upon the company’s assertion that the 
rates in question come within the purview of that part of the 
decision which says that where rates were reduced for the 
purpose of restoring a previously existing, recognized relation- 
ship, the carriers should regard “existing freight rates as rep- 
resenting those made effective by authority of Increased Rates, 
1920, and should apply the prescribed reductions to the existing 
rates, and not to the rates in effect prior to August 26, 1920.” 

“The local rates from East St. Louis to Central Freight Asso- 
ciation, Trunk Line and New England territories, established 
January 1, 1922,” says the petition, “were a readjustment since 
August 26, 1920, made to ‘restore previously existing recognized 
rate relationships’ and therefore under the express language of 
the Commission’s findings, the carriers should apply the reduc- 
tions therein prescribed to the local rates in effect January 1, 
1922, as well as to the proportional rates in effect August 26, 
1920. 
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“Ti Assuniing’ that the opinion Nerem calls for the Te-estal- 
lishment of proportional-rates 10 per cent lower than in effect 
August 26, 1920, but only such reductions in local rates:as would 
bring about a full 10 per cent reduction below rates in force 
August 26, 1920, the carriers have plainly overlooked the admit- 
ted fact that the reduction in the local rates effective January 
1, 1922, was not made for the purpose of removing the increase 
of 1920, but was made solely to remove a discrimination and io 
restore a previously existing recognized rate relationship. 

“Petitioner has pointed out this error to the carriers, but 
they have refused to correct it.” 

The company said it could not absorb the disadvantage of 19 
cents per barrel because the margin of profit in the refining busi- 
ness was not sufficient to warrant it “and unless there is a pros- 
pect of immediate relief, petitioner will be compelled to again 
shut down its refinery.” 

The declaration about again closing down the refinery refers 
to the fact that, after Freight Rate Authority No. 96 had thrown 
out of line the historic method for making rates on petroleum 
by combination on the Mississippi river, it closed its refinery at 
East St. Louis and did not resume operations there until after 
January 1, 1922, when the local rates, east of the river, were cui 
3.5 cents so as to render unnecessary the rule for calculating 
combinations. Fgflure of the carriers east of the river to reduce 
the already reducéd local rates, has again thrown the historic ad- 
justment out of gear, hence the application of the Indiahoma for 
an order compelling them to make a reduction of the rates made 
effective January 1, 1922. 


REDUCED RATE TARIFFS 


The Trafic World Washington Bureau 

The Commission has extended for one month the time in 

which carriers, not thus far able to do so, may file tariffs, addi- 

tional supplements, or special connecting link supplements 

needed to bring into operation reductions ordered in the recent 

reduced rate case. The extension covers August and is carried 
in special permission No. 59342, amended. 





COMMISSION ORDERS 

The Peoria Association of Commerce was permitted to inter- 
vene in No. 13839, The Commercial Club of Fargo, N. D., Vs. 
Ahnapee & Western et al. 

On petition of complainant the Commission has reopened for 
further hearing No. 11733, the Parkersburg Rig & Reel Co. Vs. 
B. & O. et al. It has also consolidated No. 13980, Same vs. B. & 
O. et al, with that case for hearing and disposition. 

The Commission has modified its order in No. 12620, National 
Association of Waste Material Dealers, Inc., vs. Ann Arbor et 
al., so as to permit the defendants to comply therewith upon not 
less than 10 days’ notice. 

The complaint in No. 13935, Peoples Compress Co. et al. 
vs. M. K. & T. et al., was amended by making the Gulf, Colorado 
& Santa Fe and the St. Louis-San Francisco additional parties 
defendant. 

The Commission has extended from July 24 to August 5 
the effective date of its order in No. 12244, Corporation Com- 
mission of Oklahoma vs. Abilene & Southern et al. It has also 
provided that the rates established in compliance with that 
order may be established on 3 days’ notice instead of 5 days’ 
notice. 

The Seaboard By-Product Coke Company was permitted 
to intervene in No. 13357. The Barrett Company vs. Director- 
General, Erie et al. 


Ww. B. & P. L. STOCK ISSUE AUTHORIZED 

The Washington, Brandywine & Point Lookout Railroad 
Company has been authorized by the Commission to issue 8,628 
shares of capital stock of the par value of $50 per share, for the 
purpose of paying for the construction of an extension at a cos! 
not exceeding $18,000 per mile. 

The company was organized in March, 1918, with an-author- 
ized capital stock of $10,000, for the purpose of constructing a 
railroad from Point Lookout, St. Mary’s county, Md., to Wash- 
ington, D. C. The authorized stock was later increased to 
$100,000. Construction was commenced and had proceeded from 
Brandywine as far as Mechanicsville, a distance of about 21 
miles, when the present application was filed. The company now 
proposes to complete the road to Point Lookout, with branches. 
a total distance of 51 miles. The stock issue authorized will 
cover only a part of the extension and the company said il 
would ask authority for an additional issue later. 

NEW HAVEN TO ABANDON LINE 

The Commission has authorized the New York, New Havel 
& Hartford Railroad Company to abandon 1.52 miles of line 
between Saybrook Junction and Saybrook Point, in Middlesex 
county, Conn. The Commission said the record did. not show 
any other person than one coal dealer at Saybrook would be 
inconvenienced by the abandonment and that continued operation 
would not serve any important public interest but would impose 
an unnecessary burden on the revenues of the appliéant. 


july 29, 
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CLEARING YARDS 
OF 


The BeltRailway of Chicago 


od AILROAD 
Connecrion 
is utilized by the following railroads: 


Atchison, Topeka & Santa Fe Ry. 
Chicago & Eastern Illinois Railway 
Chicago & Erie Railroad 
Chesapeake & Ohio Railroad 
Chicago, Burlington & Quincy Railroad 
Chicago, Indianapolis & Louisville Railway 
Grand Trunk Railway 
Illinois Central Railroad 
Minneapolis, St. Paul & Sault Ste. Marie Ry. 
Pennsylvania System: 
Pittsburgh, Cincinnati, Chicago & St. Louis Railroad 
Pittsburgh, Ft. Wayne & Chicago Railroad 
Wabash Railway 


all of which are owner lines of the B. R. C. and operate with 
their own crews directly to and from the Receiving and Departure 
Yards at Clearing, thus virtually making a direct connection 
and insuring minimum time in interchange. 


Interchange with other 
made at junctions with B. 
minal yards. 
you another. 


than the railroads listed above is 
R. C. in immediate vicinity of ter- 
Look. at the map—if yours is misplaced let us send 


For the Best Service and prompt movement route your ship- 
ments: via B. C. 
GEO. J. SHREEVE 
General Superintendent 
47 West Polk Street, Chicago 


FRANK A. SPINK, 
Traffic Manager 


Marine Despatch Line 


A-1 FAST STEEL STEAMERS 


Regular Sailings Every 14 Days 


BETWEEN 
NEW YORK LOS ANGELES 
PHILADELPHIA (San Pedro Dist.) 
BALTIMORE ad. SAN FRANCISCO 
NORFOLK an’) OAKLAND 
SAVANNAH PORTLAND 
JACKSONVILLE SEATTLE 


For Rates and Particulars Apply to 


Atlantic-Gulf & Pacific 
Steamship Corp. 


St. Paul 8476 BALTIMORE 406 Water Street 
SAN FRANCISCO, 60 California Street 


Philadelphia New York 
139 8. Third St. 42 Broadway 
Pittsburgh Clevdiand 
1537 Oliver Building 248 The Arcade 
Savannah, Ga. Oakland, Cal. 
Savannah Bank & Trust Bidg. Parr Terminal) 


Les Angeles, Cal Portland, Ore. 
427 Van Nuys Bidg. 601 Title & Trust Bldg. 
1408 L. C. Smith Bldg., Seattle; Wash. 

Reem 495 Ellicott Sq. Bidg., Buffalo, N. Y. 


THE TRAFFIC WORLD 


Port of 
New Beditord 


(Mass.) 
The Southern Gateway 
of 


Industrial New England 


Universally Recognized as the 


Spot Cotton Center of New England 


New England mills consume annually more than 
2,000,000 bales of cotton, five-eighths of whichis . 
consumed within easy motor-trucking distance 
of New Bedford. Fully 750,000 bales now pass 
through this city every year. 


Most of this cotton now comes by rail 
but could come more-cheaply by. water 


if direct water connection with South- 
ern Ports were established. 


A rich opportunity for shipping men 
exists in this large freight movement 
whose natural channel should be by 
water. 


New: Bedford Offers 


Large sheltered harbor with mean channel depth 
of 25 ft. 

Modern steel and concrete pier accommodations 
for big ships. 

Up-to-date freight handling facilities with quicker 
service and lower handling charges than 
in most more congested ports. 

Served by N. Y., N. H. & H.R. R. with spur 
tracks-directly onto pier. 

Ample pier storage for incoming and outgoing 
freight. 


1,250,000 sq. ft. of modern warehouse 
space, part of which is at water’s edge 


and balance connected with pier by. rail. 


Storage for 300,000 bales of cotton. 





This port already has direct lines to and 
is a rapidly growing shipping point for 


Azores Islands 

Cape Verde Islands 
Lisbon, Portugal 
Mediterranean Ports 


Full Co-operation in Developing Port Traffic 
Will Be Given by 


David Duff & Son New Bedford Boiler & Mach. Co. 
(Coal—Tow Boat Service) New Bedford Storage Warehouse Ce. 

Green & Wood (Lumber) Slecum & Kilburn 

Gunning Boiler & Mach. Co. (Mill, Electrical and Ship Supplies) 


New Bedford Renndat Commerce 
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B. V. Chittenden has been appointed traveling freight and 
passenger agent for the El Paso & Southwestern at Chicago, 
succeeding F. E. Weaver, resigned. 

Chambers Bryson has been appointed traveling freight and 
passenger agent of the M. K. & T. lines, with headquarters at 
Denver. 

The C. St. P. M. & O. has opened an office in Spokane, with 
George E. Mosser, traveling agent, in charge. 

R. L. Hamme is appointed industrial agent of the B. & O. 
at St. Louis. 

Owing to the death of George H. Taylor, president of the 
Spokane & Eastern Railway and Power Company and the Inland 
Empire Railroad Company, and the resignation of other officers, 
numerous changes have been made in the official staff. Fol- 
lowing are the present officers of the companies: M. H. Mac- 
Lean, president, Chicago; J. W. Esmond, vice-president, Chi- 
cago; F. E. Connors, vice-president and general manager, Spo- 
kane; Waldo G. Paine, vice-president, traffic manager and 
treasurer, Spokane; L. C. Ream, secretary and auditor, in charge 
of accounting, freight claims, car service, taxes and right-of-way 
matters, Spokane; Chester Corey, assistant secretary and assist- 
ant treasurer, Chicago; Graves, Kizer & Graves, general coun- 
sel, Spokane; F. Weidmer, claim agent, Spokane; J. F. Ganna- 
way, superintendent, Spokane; J. W. Hungate, electrical super- 
intendent, Spokane; A. J. Mayham, mechanical superintendent, 
Spokane; J. J. Daschbach,. storekeeper, Spokane; A. J. Witchel, 
chief engineer, Portland. 


DOINGS OF THE TRAFFIC CLUBS 


The Portland Transportation Club held its annual election 
the evening of June 29 and the following officers were elected 
for the year beginning July 1: President, Clyde T. Spooner, 
traffic manager, Blumauer-Frank Drug Company; vice-president, 
J.-C. Daries, right-of-way agent, S. P. & S. Railway; secretary- 
treasurer, V. Kistler, traffic manager, Clay S. Morse, Inc.; 
director, H. K. Relf, claim agent, S. P. & S. Railway; director, 
Guy Hill, chief clerk, passenger department, So. Pac. Railway. 


More than a hundred industrial traffic managers were 
guests of the Pacific Traffic Association at its meeting the 
evening of July 25, in the San Francisco Chamber of Commerce 
Assembly Hall. Included in the program was an address by 
Fred G. Athearn, counsel for the Union Pacific Railroad Com- 
pany, on “S. P.-C. P. Separation.” The meeting was called to 
order by M. B. Baker, president of the association, who intro- 
duced Roy S. Busby, traffic manager of the Chevrolet Motor 
Company, as chairman for the: evening. 


'! The fall tournament of the National Freight Traffic Golf 
Association will be held at Flossmoor, Chicago, September 14 
and 15, as announced by the western tournament committee, 
of which Albert R. Fay, traffic manager, Swift & Company, is 
chairman. The association was organized in 1905 and has as its 
object “to hold golf tournaments with a view of encouraging 
a better acquaintance among traffic men of America who are 
directly connected with the freight traffic interests of industrials 
and railroads.” It has in its membership freight traffic officers 
of railroad, steamship and express companies, and industries 
of! the United States and Canada. Three tournaments are held 
each season. This year one has been held at Atlanta and one 
at. Philadelphia. Associated with Mr. Fay on the committee are: 
F. Zimmerman, V.-P., C. I. & L. Railroad; R. B. Robertson, 
A. F. T. M., Union Pacific; J. H. Brinkerhoff, G. A., Northern 
Pacific; G. M. Kridler, G. F. A., Baltimore & Ohio; J. T. Mor- 
rison, V.-P., Pullman Railroad; R. J. Wallace, T. M., Jaques 
Mfg. Company; M. N. Billings, A. T. M., Illinois Steel Company. 
At the suggestion of Mr. Zimmerman, the committee has adopted 
the following, which will be printed in the program of the 
Flossmoor tournament: “For when the one Great Scorer comes 
to! write against your name, he writes—not that you have won 
or, lost—but how well you played the game.” 


The New York Traffic Club, at a meeting the evening of 
July 25, voted in favor of the plan for club headquarters at the 
Waldorf-Astoria Hotel. The new club rooms will be opened 
September 1. 


The York Traffic Club had an outing July 27 at Accomac, on 
the Susquehanna. 


INTERLOCKING DIRECTORATES, ETC. 


William P. Gest was authorized to hold the positions of man- 
ager of the Lehigh Coal & Navigation Co., Little Schuylkill Navi- 
gation Railroad & Coal Co.,.and director of the Bloomsburg & 
Sullivan Railroad. : 
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The Commission has authorized George W. Carr to hold the 


positions of director of the Caney Valley Railway and the Ohio 
& Kentucky Railway. 


S. P.-C. P. MERGER 


The Trafic World Washington Bureay, 


As a result of the challenge of Wallace M. Alexander, chair. 
man of the California statewide committee against Southern Pa, 
cific-Central Pacific dismemberment, to the “California Commit. 
tee of Producers and Shippers” to publish its officers and mem. 


bership, the Washington press agent of the committee has issued 
the following statement: 





With the announced purpose of supporting, with its full strength 
and energy, the decision of the Supreme Court of the United States 
in divorcing the Central Pacific from the Southern Pacific and of 
advocating before the Interstate Commerce Commission the grouping 
of the Central Pacific with some transcontinental line other than the 
Southern Pacific, organization of the executive committee of the 
California Producers and Shippers was perfected at a meeting at 
en Friday (July 21). The personnel of the committee fol- 
ows: 

Chairman, Van Bernard, president of the Fourteen Counties Pro- 
tective League and director of the Glenn County Farm Bureau; Harry 
Maddox, former California State Market Director and former secre- 
tary of the Yolo County Board of Trade; Morris Brooke, president of 
the Brooke Realty Company of northern California and former presi- 
dent of the Sacramento Chamber of Commerce; Thomas McCormick, 
supervisor of Solano county and one of the largest producers and 
shippers in California: Dan Carmichael, former mayor of Sacramento, 
and a large producer and shipper. 

The platfom of the committee follows: 

“The producers and shippers of California are interested in better 
railroad facilities, better service and lower rates. We are convinced 
that Congress acted wisely in ordering railroads grouped into natural 
and competitive systems for economy and efficiency of operation. We 
are also convinced that the decision of the Supreme Court divorcing 
the Central Pacific from the Southern Pacific is to the best interests 
of producers and shippers of California; 

“Therefore, this executive committee of California producers and 
shippers will support with its full strength and energy the decision of 
the Supreme Court of the United States and advocate before the In- 
terstate Commerce Commission that the Central Pacific be grouped 
with some transcontinental line other than the Southern Pacific. 
This would comply with the decision of the Supreme Court and con- 
form to the purpose and intent of Congress in providing that com- 
petition shall exist and there shall be efficiency and economy in rail- 
Way operations in the consolidated groupings.”’ 

The executive committee will work with an advisory committee 
of a hundred leading producers and shippers in California to gather 
and present facts and information before the hearing of Interstate 
Commerce Commission. The committee will organize units in every 
section of the state and commence an active campaign of education on 


the unmerger, preparing a case from the angle of the farmers of 
California. 


In the Senate numerous resolutions for and against continua- 
tion of the merger are being submitted from time to time. Sena- 
tor Phipps of Colorado submitted resolutions adopted by the 
Civic and Commercial Association of Denver, and of the Cham- 
bers of Commerce of Fort Collins, Greeley, Boulder and Sterling, 
in favor of dissolution. Similar resolutions from the Beloit Busi- 
ness Men’s Club of Kansas and from the Council Bluffs (Ia.) 
Chamber of Commerce were submitted by Senator Capper of 
Kansas and Senator Rawson of Iowa, respectively. 


HANDLING OF TARIFFS 


The Trafic World Washington Bureau 
The Commission has advised carriers as to what it expects 
them to do in the matter of reissuing tariffs to which the sup 


plements operative July 1, to make reductions, were attached. 
The Commission’s expectations are as follows: 


_ 1. When practicable and the requirements of rule 9 (e) of tariff 
circular 18A can be met by publishing specifically the reduced rates 
provided by a connecting link supplement, such may be accomplished 
by the filing of a regular supplement to a tariff, and if the connecting 
link supplement is thereby canceled, credit will be given accordingly. 

2. In the reissue of any tariff to which there is filed a connecting 
link supplement, including loose-leaf or otherwise, no credit will be 
given until such reissued tariff is canceled in full. 


3. If a tariff is rejected for failure to give statutory notice no 
credit will be given until a tariff in lieu thereof is filed which will 


effect the cancellation purported to have been effected by the rejected 
issue. 


4. In order that the carriers’ reports may harmonize with the 
records of the Commission it is important that credit be claimed for 
the same peiod in which it is to be allowed. It is to be understood, 
therefore, that credit will be allowed only in the period _ in which 
schedules are received and carriers should keep their records accord- 
ingly, that is to say, in such a manner as to correspond with those 
kept by the Commission, which method may easily be followed, bY 
reference to duplicate letters of transmittal. These letters are equiva- 
lent to receipts to the carriers for schedules received for filing and, 
before being returned, they are stamped to show precisely the date on 
which the Commission: received them. , 

The number of tariffs supplemented in the manner authorized 
by special permission No. 59060 (amended) is very materially less 
than the number to which were filed special supplements following 
Ex Parte 74, but notwithstanding this fact there has been extended, 
under the terms of special permission No. 59060 (amended), the same 
length of time in which to reissue the tariffs supplemented under 
its authority. It must be understood, therefore, that with the libera 
time allowed, the Commission will insist upon having full compliance 
with the terms of its order and will hold all carriers to account for 
failure to reissue, during each three months’ period, at least 16% rei 
cent of the number of pages contained in all tariffs to which specia 
connecting link supplements have been filed. 
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Customs House Brokers 


MEXICO 





BRENNAN & LEONARD 


Customs House Brokers, Forwarding 
and Clearing House Agents 


LAREDO, TEXAS 


Branches in all Principal Cities in the Republic of Mexico 


Originators of package car service to 
Mexico City. 


Operators of through package car 
service from St. Louis, Kansas City, Chi- 
cago and Dallas. 


Approximate time in transit from 
Laredo, Texas, to Mexico City, eight 
days. 


We are the connecting link between 
American railways and the Mexican rail- 
ways. 


Have banking arrangements making 
possible shipper’s order shipments to all 
points within the Republic of Mexico. 


Assume all pilferage risk of packages 
in our package cars south of the border. 


Our own warehouses in Laredo, Texas, 
and Mexico City. 


We have just completed a pamphlet in 
concrete form, giving complete data for 
the benefit of the American shipper in 
handling his business with the Republic 
of Mexico. This pamphlet will be mailed 
upon application. 


Now operating our own special trains 
throughout the Republic of Mexico 
and can assure prompt and efficient 
service throughout. 


HAL L. BRENNAN '§. E. LEONARD 


ST eee 
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Warehouse 
Efficiency 


at the point of contact 
with your markets 


In The 
Great St. Louis Gateway 


To Promote and Expedite 
Your Trade With the Vast 
West and Southwest, You 
Will Find No Greater Fa- 
cility Than This Modern 
Merchandise Storage Ware- 
house of Fifteen Thousand 
Tons Capacity, Operated 
In Conjunction With the 
Most Complete System of 
Freight .Handling and 
Forwarding Facilities In 
America. 


Write for 
one of 


these 


booklets 


COLUMBIA TERMINALS 
COMPANY 
ST. LOUIS 
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SEASONAL COAL RATES 
Editor The Traffic World: 

Of all the laws proposed at various times for the purpose of 
reducing the cost of fuel, only one attempts to secure the de- 
sired result by using natural economic law. 

This exception was the Frelinghuysen seasonal freight 
rate bill. This bill assumed that coal could be transported at 
less cost in summer than in winter, that demands for coal were 
always heavier in winter than in summer, and that much coal- 
carrying equipment was generally idle in summer, while the 
demand for cars generally exceed the supply during the winter. 

It was clearly recognized that if these premises were correct, 
a reduction in freight rates in summer and an advance in winter 
would increase the summer movement of coal and thus reduce 
the winter peak demand on the carriers. 

At the hearings on this bill it was brought out that, although 
the underlying principle of the bill was correct—namely, that 
the summer movement of fuel would be increased if there were 
sufficient financial inducement—yet the arbitrary change in 
freight rates with the calendar would not produce the desired 
result because the premises were not entirely in accord with 
the facts. 

The reduction in summer rates bore no direct relation to the 
possible savings to the carriers nor would the benefits there- 
from be distributed equitably among shippers, carriers, dealers 
and consumers in proportion as they co-operated to eliminate 
wastes in coal production and distribution caused by great irreg- 
ularities in production and distribution. 

To meet these objections, the writer suggests the following 
modifications of the proposed seasonal freight rates: 


Regular shippers of coal or coke via the same route, to the same 
destination zone, during a period of not less than 20 consecutive 
weeks, should be paid at the end of each half year (in April and 
October) a commission of 8% (?) for the winter period, and of 12% (?) 
for the summer period, of the railway freight charges on that quan- 
tity so moved regularly, corresponding to the average quantity shipped 
per working day during the 4 consecutive weeks of minimum move- 
ment, via said route to said destination zone, during said period of 


20 weeks or longer. 

This rule, if adopted, would apparently meet the objections 
urged against the variation of freight rates with the calendar, 
and would tend to reward shippers, carriers, dealers, and con- 
sumers in proportion to their effective co-operation in stabilizing 
the production and distribution of fuel. 

The writer has published a little pamphlet discussing this 
subject and will be glad to mail a copy to any reader of The 
Traffic World who is interested enough in the subject to write 
for it. Warren S. Blauvelt, 


President, Indiana Coke & Gas Co. 
Terre Haute, Ind., July 20, 1922. 


WATER COMPETITION 
Batten ene Trame Wer: .- = —————i gigs ie ee 

I have been greatly interested in the subject of rail and 
water competition for years and, hence, am interested in your 
article on page 124, July 15 issue, together with the article on 
page 126, “water route via Houston,’ and the Houston port 
advertisement on page 137. 

I know that you have a thoroughly correct view of this rail 
and water competition subject from various articles which I 
have seen in your magazine in the past. 

I believe that cities and communities that have available 
water transportation facilities are entitled-to the benefit to be 
derived therefrom, so far as the water transportation is con- 
cerned; but it is certainly imposing on inland communities to 
expect them to contribute their share toward the improvement 
of river channels and port facilities, and in addition to pay 
higher rail freight rates to enable railroads to make a profit 
and live in order that they may be enabled to meet water com- 
petition at rates which pay no profit. 

Thinking people cannot escape the conclusions that our na- 
tional legislators are running around in a circle when they 
attempt to make laws that will guarantee to railroads a certain 
fixed return on the capital invested, and then attempt to foster 
and encourage water competition which, in the interest of 
certain communities and sections of the United States, will pro- 
vide service at a non-compensatory figure and which has to be 
supported largely by taxation. 

Just whither are we drifting in our attempt to run this two- 
ring circus, with high priced officials in charge of each sep- 





arate ring? For one, I would like to know whether or not th 
United States is now contributing anything toward the open, 
tion or upkeep of the Mississippi-Warrior steamboat service 
If it is not costing the taxpayers of the United States anything 
then it is a legitimate enterprise and we can view with a grey 
deal of complacency the proposed reductions in rates and ¢. 
tension of service. 

But, on the other hand, if it is, to a certain extent, a gq. 
ernmental facility under which we are forcing freight rate 
down, for the benefit of certain communities, and to the detr. 
ment of others, because one is the corollary of the other, and, ij 
the end, the taxpayers of the interior have got to conirtbut 
their quota to promote this service, and at the same time py 
the necessary high rates in order that railroads may be able tp 
Jive and prosper, it seems to me we have drifted a long way, no 
only from justice but from correct economics. 

J. H. Johnston, Secy.-Treas., 
Oklahoma Cottonseed Crushers’ Assn, 
Oklahoma City, Okla., July 18, 1922. 





Editor The Traffic World: 

Replying to your comments on my letter of July 3 (see Traffk 
World, July 8, p. 82) permit me to assure you that I would a 
all times prefer to discuss the subject of waterways on its mer 
its. My letter was not intended to try to “get you in a hole” 
You ask several questions and this is in answer to them. 


(1) Would properly subsidized waterway transportation 
take care of the country in the face of a railroad strike or prr- 
vent a railroad strike? Before answering, permit me to make 
it clear that neither the writer or, as far as he knows, anyone 
else is advocating subsidies for transportation systems operating 
on any of our inland waters. All that the friends of the water 
ways ask is that, inasmuch as supreme sovereignty over all 
navigable streams is vested in the federal government, these 
streams be maintained and developed in accordance with the 
demands of the traffic which does, or can after improvement, 
use such waterways. 


To get back to your question. If all the principal or trunk 
line rivers were adequately developed at this time, there woull 
now be evailable many times the vessel tonnage at preset 
existing for use on these waters, and by co-ordination with motor 
trucks to the interior, most certainly the immediate necessitits 
of the country could be taken care of during all strike period: 
Furthermore, it would be easier to guard such routes agails 
violence. As to preventing a railroad strike, I am not so su 
that a fully developed waterway system would do this; and yl 
it might, for both labor and railroad management seeing mos 
of the business moving by water and the public indifferent 1 
their fight, would not be so ready to part terms and suspend 
operations. 


(2) Your second question as to how much better off the 
country would be now in the presence of a strike, is pretty muc 
the same as your No. 1 and the above answer fully covers it. | 


emphasize once more that at least our food supply would b 
assured. 


(3) Your third question as to how much more liberal the 
government should be, can best be answered by a joint comm 
sion consisting of a U. S. Army engineer experienced in water 
way improvement, a widely experienced transportation expert, ! 
representative of the Department of Commerce, the Intersta' 
Commerce Commission, and a member of the House and Senile 
with also, perhaps, an expert from the U. S. Chamber of Com 
merce, the National Industrial Traffic League, the Americil 
Railway Association, a prominent inland waterway operator, api 
any other deemed necessary. Let them make a comprehensi 
study and recommend a plan for twenty years in advance, cot 
sidering the needs and limits of the railroads, the waterwal* 
and the highways. 

It is the writer’s belief that such a commission would fin 
that in those parts of the country where traffic is densest, thet 
is no great amount of rail expansion possible, and that in thos? 
sections at least, all practical waterways should be develope! 
In these same sections the highways could be widened, or al 
alleled so as to help out. It seems to me that advocating a . 
nothing” policy for fear it may hurt the railroads is all wrotl 
for the past history of the country indicates that with evel 
expansion in transportation has come greater prosperity thi 
ever before. ‘ 

Assuming such a commission were appointed, it would takt 
several years to complete its work; therefore, in the meantimt 
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Laredo, Texas 
C. W. Fish, 
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a SAN ANTONIO 


We have just com- 
pleted a map of our 
terminal facilities at Laredo, 
: " r Texas, showing the location and 
19.0 SS RECN, WS Seems 7/ name of all the industries and ware- 
sees )’ houses located on our tracks; also our 


SASF EIS ZESESELSE gE | 8S 
Anal YO SEES NS TY connection with the National Rail- 
& Kand MeNally & Co. —, 


ways of Mexico. 


Map shows the entire business section of Laredo with block numbers and 
names of streets and avenues. 


These maps will be furnished free upon request. 


Ask us about available warehouse or industry sites. LAREDO in addi- 
tion to being the GATEWAY TO MEXICO is supply center for the new 
MIRANDO and MIRANDO CITY OIL FIELDS. 


C. M. FISH, Traffic Manager, Laredo, Texas. 








































STORAGE DISTRIBUTION 


old Storage 
market C ge and Warehy 
cy Use 
quilt GEORGE 8. LOVEJOY Co. 
Manager General Storage Department 
178 Atlantic Avenue 
Boston, Mass. 








CONSTITUTION WAREHOUSES 
Connection with all lines via Union Freight 


allroad. 
Capacity, 623,000 cubic feet. 


SUMMER STREET STORES ALBANY TERMINAL STORES 


Direct connection with New York, New Haven Direct connection with Boston & Albany 
& Hartford Railroad. ailroad. 
Capacity, 2,000,000 cubic feet. Capacity, 1,430,000 cubic feet. 


OUR FACILITIES ARE UNEXCELLED 


Wharfage and Dockage 
Free and Bonded Stores 


A Warehouse on every railroad entering Boston 
Total General Storage Capacity 10,329,000 cubic feet 
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the federal government should continue appropriating at least 
the amount it has been spending on the waterways in the past 
few years. This sum has not been what it should be and has 
really allowed for very little future development. In fact, it has 
taken nearly all of the annual-appropriation to keep the present 
projects navigable. 

As to my comparison of government loans showing un- 
familiarity with the subject: I knew that these were loans 
which would be paid back, but, at the same time, these loans 
were first arranged for there was a very great reluctance on 
the part of the banking world to handle a series of loans for 
the railroads and if the issue had been pressed it would have 
cost the roads in the way of underwriting fees and higher inter- 
est rates, a much greater sum than it is now going to cost them 
by securing these government loans. This, I still maintain, was 
a decided and substantial financial help to the railroads on the 
part of the government and, if reduced to dollars and cents, 
would equal, at least, the cost of several years of waterway 
improvements, 

One more point in conclusion. If government maintained 
waterways were no longer free highways, how should the cost 
of annual maintenance be collected? Would any charge be levied 
against the vessels of the national, state or municipal govern- 
ments? If not, why not? Would private pleasure craft or for- 
eign vessels be subject to tolls? If charges were assessed for 
river and harbor development cost, why not charge for the mil- 
lion allowed by the national government annually to maintain 
land highways? 

R. A. Hiscano, general manager, 
Catskill Evening Line. 
New York, July 22, 1922. 





There is little profit to be derived from a continuation of this 
discussion with Mr. Hiscano. We stand on our proposition that per- 
sons who use the waterways or the highways for the purpose of mak- 
ing money as common carriers should pay for the privilege and, until 
they do so, they have an unfair advantage over the rail carriers. We 
also say that the government has no business to be operating boat 
lines any more than it has to be operating railroads. We do not say 
and never have said that the government should stop its river and 
harbor improvements. We have said quite the contrary. We agree 
that it would be well for a competent commission to study the sub- 
ject of water and highway transportation in relation to rail transporta- 
tion. There is no definite and consistent policy now. Everyone gets 


oe Fig can and argues that he is entitled to it.—Editor The Traffic 
orld. 


SALT RATE CONTROVERSY 


The Trafic World Washington Bureau 


The salt rate controversy that has been smoldering ever 
since the Gulf Coast Lines, the Southern Pacific, and the Illinois 
Centra]! tried to establish a rate of salt from the mines in Louis- 
iana of $4.20 a ton to main line points on the Illinois Central, has 
broken out in a rate of 10 cents from Michigan points to Chicago, 
a reduction from 11.5 cents, carried in supplement 10 to Boyd’s 
I. C. C. No. 983, effective August 22. Because the rate via Lud- 
ington has not been cut there is objection to that reduction. 
Manistee salt interests have also advised the Commission they 
would consider such a cut, without a corresponding reduction 
from their shipping points, as unduly discriminatory. 

Objection has also been raised to a rate of $5.13 a ton from 
Kansas to Chicago with a suggestion that if Kansas salt pro- 
ducers are to invade territory east of a line drawn through Mus- 
catine, Ia., rates from the east should be reduced to enable east- 
ern producers to cross that line in a westward march. 

When the Commission decided the southern lines had not 
justified the $4.20 rate to Chicago from Louisiana mines, it sug- 
gested the carriers and salt producers get together and agree 
upon an adjustment of rates that would give Louisiana, Kansas, 
Michigan, Ohio and New York each a fair chance in the mar- 
kets, especially those created by the demands of the big meat 
packers. It was admitted by some of those engaged in that con- 
troversy that Kansas was entitled to a better rate adjustment. 
At that time it was so unsatisfacory that the big packers having 
interests in the Kansas fields were not able to bring salt from 
their own properties to Chicago, except at a figure higher than 
would result from using salt bought in the open market. 

As a result of the efforts of the Kansas commission a better 
adjustment was made. That adjustment, however, does not sat- 
isfy the more eastern producers, hence the significance of the re- 
duction proposed in the rate from the lower Michigan wells to 
Chicago. 


CONDITION AND LOCATION OF CARS 


Freight cars in bad order as of July 1 numbered 324,583, or 
14.3 per cent, as against 14.6 per cent on June 15, according to 
compilations of the car service division of the American Railway 
Association. The number in need of heavy repairs was 263,790. 
Box cars in bad order numbered 152,838; refrigerator, 8,337; 
gondola, 138,956; stock, 10,421; flat, 11,524. 

The per cent of home cars on home roads was 67.6 as of 
July 1. By classes the percentages were as follows: Box, 56.2; 
refrigerator, 73; gondola, 75.8; stock, 82.9; flat, 75.5. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
q on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions oe to practical traffic 
lems. We do not desire to take the place of the traffic man but to _ 
| @ lp him in his work. desiring immediate answer by mail or “ 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
Private sevvice by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise to answer or that involves a 
situation too complex pedhe kind of investigation herein contemplated. 
ons 
Traffic Service Corporation, 











and Answers ent, 
Colorado Building, Waskington, D.C. 
® 





Follow-Lot Shipments Moving Via Water. 
and-Rail Routes 


Michigan.—Question: Consolidated Freight Classification 
No. 2, rule 24, section No. 5, provides that carriers may handle 
excess freight through freight stations and may load other 
freight on or in car carrying excess. 

In connection with traffic originating on one of our eastern 
connections, which is handled by steamer from point of ship. 
ment to an intermediate point, at which place it is loaded for 
destination in carload lots, frequently bills of lading are issued 
for such packages to constitute several carloads. For instance, 
the A Company delivered the B Railroad six hundred packages 
which were handled from C to D by steamer and from D tok 
by rail in carload lots. At D the six hundred packages were 
loaded as follows: 115 cases in each of five cars, the balance 
of the lot (25 cases) was forwarded in a merchandise car and 
delivery was made to consignees through the freight house at 
destination. Also, whereas the five cars were switched to the 
consignee’s place of business, consignees have filed claim for 
the cost of cartage covering the hauling of the 25-case lot from 
carrier’s freight house to their place of business. 

In view of the above rule quoted, can carriers legally reim- 
burse consignee for this expense? 

Answer: We do not believe that the framers of rule 24, of 
the classification, which governs “follow-lot” shipments, had in 
mind the fact that shipments forwarded under joint water-and- 
rail rates, subject to the classification, might commence their 
transit with a water carrier. In our opinion, rule 24 was in 
tended to apply to shipments which, under rule 27, are to be 
loaded into cars by the shipper, i. e., shipments forwarded via 
rail from point of origin. Rule 24, however, does not exclude 
shipments which originate with a water carrier. If a shipment 
is forwarded by rail, the loading regulations of rule 24 must be 
observed by the shipper; if forwarded via water, thence by 
rail, the carriers must reload in accordance with this rule. 

The application of the rule, as worded, is not predicated 
on “who” loads the car, but upon the fact that “carload freight 
is received in excess of the quantity that can be loaded in or 
on one car.” This being the case, we hardly believe that because 
the carriers forming a water-and-rail route do the loading and 
unloading at the port, the shipper would be denied the appli- 
cation of the rule, nor do we believe it to be the practice of 
the carriers to deny its application. 

Assuming that there is no question as to the applicability 
of rule 24 to your shipment, as section 5 of the rule provides 
that carriers may handle the excess through freight stations and 
may load other freight in the car carrying the excess, the car- 
rier may require the consignees to call at its freight station 
for the excess portion, as it does not hold itself out to make 
store-door delivery of same, although it may do so for its own 
convenience. 

Whether there should have been any excess depends upon 
whether the carrier could have loaded the extra 25 cases into 
the first five cars. If it could have done so, it did not comply 
with the rule and you are entitled to reimbursement for the 
cartage from the carrier’s warehouse. It will be necessary, 
however, for the consignee to show the carrier’s negligence. 
If the packages were of uniform size, by a comparison with the 
cubical capacity of the cars used, this point could be determined, 
subject, of course, to a showing by the carrier that it used 


Classification Rules: 


due diligence in furnishing cars—the largest available col 


sistent with reasonable dispatch of the shipment. 
Initial Carrier Under Carmack Amendment 


Nebraska.—Question: Can you inform us whether or not 
the Interstate Commerce Commission has ever passed upon the 
question as to whether or not a terminal or switching carrief 
not issuing bills of lading and receiving only a fixed charge 
for switching carload lots, is the initial carrier under the Car 
mack amendment? 

Answer: We do not locate an opinion of the Interstate 
Commerce Commission on this subject. 

However, in several cases, the question has come before 
the courts. See Aton Piano Co. vs. Ry. Co. 139 N. W. 748 
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Railroad 


If you want your freight transported with care and 
celerity consign it via the Lackawanna Railroad, “mile 
for mile the most highly developed railroad in America.” 


If you contemplate locating an industrial plant 
or warehouse in the territory through which 
the Lackawanna Railroad passes communicate 
with Mr. J. F. Muller, Industrial Agent, Lacka- 
wanna Railroad, 90 West St. New York City. 


Galveston Offers Unexcelled Storage Facilities 


(At Ship-side) 


Reinforced Concrete Warehouses 


FOR 


All Commodities 


Over one million square feet of floor space 
well lighted and ventilated. 


COFFEE 


Special compartments set aside for coffee 
storage exclusively. 


WE DO 
Storage, Forwarding, Weighing, Skimming, Slipping, Re-Conditioning 
Write us for further information. 


COTTON CONCENTRATION CO., _ Galveston, Texas 
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(Wis.); Barrett vs. R. Co., 157 Pac. 1016 (Idaho); Ross vs. 
Ry. Co., 90 A. 711 (Me.); Utz vs. C. B. & Q., 208 S. W. 140 (Mo.), 
and H. E. & W. T. Ry. Co. vs. Houston Packing Co., 221 S. W. 
316. 

In the last named case it was held that where a shipper 
loaded one of its refrigerator cars on the tracks of the I. & G. 
N. Ry. Co., which carrier switched the car to the H. E. & W. 
T. Ry. Co., the latter paying the I. & G. N. Ry. Co. for such 
switching service, and issuing a through bill of lading to the 
shipper, the H E. & W. T. Ry. Co. was the initial carrier, within 
the Carmack amendment. To the same effect is the decision 
in Utz vs. C. B. & Q., 208 S. W. 140. 

The decision in Aton Piano Co. case, 139 N. W. 7438, is to 
the contrary, but this case is distinguished in the Houston Pack- 
ing Co. case, 221 S. W. 316, on the ground that a contract of 
shipment was actually made with the switching line. 


Damages—Deduction for Shrinkage of Grain 


New York.—Question: A dispute has arisen concerning ap- 
plication of rule 7 of tariff I. C. C. A-15, C. R. C. A-12, reading 
as follows: 

“The carriers named as initial lines in this tariff will only 
be responsible for quantity of wheat, corn, rye, barley or oats 
(received for transportation under this tariff) and delivered to 
elevators located at the railroad terminals at the seaboard, 
when the shortage is in excess of one-eighth of one per cent 
of the contract lot. When in excess of one-eighth of one per 
cent, the carriers will only assume the shortage over and above 
one-eighth of one per cent of the contract lot, unless shortage 
is occasioned by accident or defective cars.” 

Assuming that a shortage exists from a contract lot, part 
of which resulted from defect in equipment and on part of 
which cause of loss could not be ascertained (sound cars), 
what, in your opinion, would be the proper basis on which to 
compute the one-eighth of one per cent demanded by the tariff, 
that is, would you compute it on basis of bill of lading weight, 
sound cars, or from the bill of lading weight of the entire con- 
tract lot? 

If the former is proper would it be necessary in case the 
shrinkage allowance exceeded shortage from sound cars to ap- 
ply the difference to shortage from leaking cars, before settle- 
ment could be made? Or, if the latter is correct, can you explain 
what bearing the concluding clause of the rule, relating to 
shortage occasioned by accident, or defective cars; has on this 
matter? 

In a case where shortage equaled exactly the allowance of 
one-eighth of one per cent and was caused entirely by defects 
in equipment, would shipper be legally correct in filing claim 
to recover full amount lost? 

Answer: In our opinion the only reasonable interpretation 
of the rule is that a deduction for shrinkage should be made 
for all shipments, whether loaded in sound or defective cars, 
as the shrinkage, for which the allowance is made, will take 
place, if at all, in the lading of a defective as well as a sound 
car. 

The Commission, in A. B. Crouch Grain Co. vs. A. T. & S. F., 
41 I. C. C. 717, and in Docket 9009, claims for loss and damage 
of grain, 56 I. C. C. 347, has approved such a deduction and, as 
we stated in our answer to “California,” on page 422 of the 
August 27, 1921, issue of The Traffic World, such a deduction 
is, we believe, justified. 

In the application of the rule, unless the difference in 
weights exceeds the tolerance no liability on the part of the 
earrier for shortage exists, in our opinion. 

Switching—Discrimination 

Pennsylvania.—Question: Kindly advise us of any rulings 
of the Interstate Commerce Commission wherein they have held 
that a railroad cannot open up its terminal in part; in other 
words, allow reciprocal switching to certain corporations in the 
limits of a city and restrict other ones. 

Answer: Without full particulars as to what is involved 
it is not possible to cite you to cases which may be directly in 
point. However, see the Richmond Switching Case, 44 I. C. C. 
455; Natural Spring & Wire Co. vs. D. G., 60 I. C. C. 564, and 
I. and S. Docket 94, 24 I. C. C. 660. 

(1) In Absence of Routing Instructions Carrier Must Forward 
Shipment via Cheapest Route of Class Designated by Ship- 
per. (2) Application of Rule 5-B, Tariff Circular 18-A, 
(3) Application of Rule 77, Tariff Circular 18-A. 

Illinois —Question—(1) Is a carrier bound to forward goods 
over the cheapest route in the absence of routing by the shipper? 

(2) Does a shipment have to move through certain gate- 
way in order to protect cheapest combination of rates? Exam- 
ple, shipment originating in the East destined to a point in 
the Southwest, lower rates may be made over Cairo or Mem- 
phis, shipment moves through Chicago and St. Louis and does 
not touch Cairo and Memphis. Can the lower or Memphis or 
Cairo combination be protected? 

(3) Numerous tariffs bear reference to rule 77 of I. C. C. 
Circular 18-A, it says upon reasonable request, etc. Does this 
mean that you could not apply a rate from an intermediate point 
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until a supplement was issued to tariff on one day’s notice, 
naming the rate from the unpublished point? 

Answer: (1) In the absence of specific through routing 
by shipper, which carrier is willing to observe, it is the duty 
of the agent of the carrier to route shipment via the cheapest 
reasonable route known to him of the class designated by the 
shipper; that is, all-rail, or rail-and-water, and via which he 
has rates which he can lawfully use. Conference Ruling 214-B 

(2) Rule 5-C of the Commission’s Tariff Circular 18-A pro. 
vides that if no specific rate from point of origin to destination 
of a through shipment is provided, and no specific manner of 
constructing combination rate for it is prescribed, the lowest 
combination of rates applicable via the route over which the 
shipment moves is the lawful rate for that shipment. This 
rule is, however, subject to that provision of rule 5-B of Tariff 
Circular 18-A, which states that if shipment moves to or from 
a point of origin or of destination or via a junction point with 
connecting or branch line at which interchange is made di. 
rectly intermediate to the base point upon which the lowest 
combination makes, such combination must be applied; and it 
is not necessary to haul the shipment to such base point and 
back again to or through point of origin or destination or such 
junction point. 

(3) Where reference is made to rule 77 of Tariff Circular 
18-A, the rate must be specifically published from or to the 
intermediate point before it can be used. 


Demurrage—Reconsignment to Embargoed Point 


Illinois —Question: It is my recollection that some time 
ago you published a ruling regarding acceptance of reconsigning 
orders on embargoed destination. 

We have now before us a case where diversion order wag 
placed with the carrier prior to arrival of car (no embargo 
being in effect) and accepted by the carrier. On arrival of 
car at Chicago, delivering line embargoed team track to which 
car had been diverted, and carrier notifying us of the fact, to 
assist them we prevailed upon the delivering carrier to arrangé 
for acceptance of car. 

During the interim demurrage of $8 accrued, which the car 
rier contends is legally assessed. We have taken the position 
that inasmuch as no embargo was in effect at the time diversion 
orders were placed, and the fact that they accepted the order, 
relieves us of responsibility. Can you furnish us with a — 
materially substantiating our contention? 

Answer: In Schaefer vs. L. V. R. R. Co., 66 I. C. C. 549, 
the Commission said in part: “Of the shipments, 17 left the 
points of origin prior to the effective date of the first embargo, 
Complainants contend that as to such shipments orders for re 
consignment should have been accepted and no demurrage 
should have been assessed, on the ground that the original date 
of shipment fixed the rights and obligations attaching to 4 
particular shipment throughout its transportation. The Bok 
reconsignment tariff provided that no orders for reconsignment 
would be accepted to a station against which an embargo wags 
in force and any orders for reconsignment to destinations a 
than to New York harbor points would have been subject t0 
this limitation. In Boston Chamber of Commerce vs. Directo 
General, 59 I. C. C. 73, we quoted and reaffirmed the rule origt 
nally stated in fifteenth section order No. 499, which reads; 
‘Orders for diversion or reconsignment will not be accepted 
under these rules at or to a station or to a point of delivery 
against which an embargo is in force Shipments made undet 
authorized permits are not subject to this condition.’ ” 

Under this ruling demurrage is properly assessable on the 
shipment in question, provided the reconsigning tariff governing 
the movement contained the provision respecting reconsingmem 
to an embargoed point. | 


Duty of Carrier to Notify Consignor of Refused or Unclaimed 
Freight 

Florida.—Question: A shipment was made from this city 
to a customer in Georgia on April 15. Upon reaching destint 
tion same was refused by consignee. Carrier failed to notify 
shipper of refusal and shipment remained in warehouse until 
April 27, when same was destroyed by fire. In view of the 
failure of the carrier to notify shipper of refusal in accordance 
with storage tariff is the carrier liable for loss of shipment? 

Answer: Under the provisions of the storage tariff where | 
shipments have been uplainly marked with the consignor’s name 
and address, preceded by the word “from,” notice should be 
immediately sent or given the consignor of the refusal of a shiP- 
ment by the consignee. 

Furthermore, the decisions of the courts in general hold 
that, in addition to warehousing the goods, the carrier is ord 
narily chargeable with the duty of notifying the consignor of 
the consignee’s failure or refusal to accept the goods. 


Consignee’s Right to Inspect Goods 
Connecticut.—Question: Will you kindly advise if you have 
any ruling or decision which is in reference to any carrier allow 
ing the consignee inspection on a perishable commodity? 
this particular case there was no inspection shown on the rail- 
road billing, neither did the delivering carrier have any author 
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PACIFIC COAST LUMBER STORAGE 


The PORT OF TACOMA announces the completion 
of the extension of its PIER ONE. This open pier is now 
166x1200 feet in size and capable of storing 15,000,000 
feet B. M. of lumber. By patronizing this terminal with 
its equipment of two ninety-foot hammerhead cranes and 
its efficient layout of shipside and storage tracks, mills 
and shippers of lumber generally can now take the 
fullest advantage of the great water movement again 
commencing to all parts of the world. 


PORT OF TACOMA 


Tacoma, U.S.A. 


Ship Through the 


|| Port of Los Angeles 


48 Steamship Services Reaching Over 100 World Ports 
LIST OF DIRECT PORT CONNECTIONS 


A Harbor Made to Order 





Los Angeles has expended $8,000,000 on waterfront improvements and has 
voted an additional $4,500,000 for further improvements. 


The United States Government has expended approximately $6,000,000 on 
the breakwater for the outer harbor, jetty work and dredging in the inner har- 
bor, and has appropriated $984,300 for other improvements. 


Los Angeles harbor has nearly 40,000 feet of wharves, of which more than 
13,000 feet are owned by the City of Los Angeles. 


The City owns and operates five transit sheds having a uniform width of 
100 feet and a combined length of 4,430 feet. 


Ships can enter Los Angeles harbor from the open sea with safety in all 
seasons of the year and in any weather. 


Write for Illustrated Book, Port Maps and Harbor Information 


Board of Harbor Commissioners 


LOS ANGELES, U. S. A. 
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ity to allow inspection from the shipper, prior to arrival of car 
in question. Car was billed on a straight basis, freight charges 
being collect, and consignee not on carrier’s credit list. 

Carriers claim that owing to the fact that car in question 
was billed open, and on a collect basis, and in view of the fact 
that billing did not call for allow inspection, they could not 
grant this permission unless the freight charges were paid, 
whereas consignee requested inspection before payment of 
freight charges. 

Consignee claims that in view of the fact that the car was 
billed straight to him, the carrier should have allowed us in- 
spection of the commodity, regardless of the fact that the bill- 
ing did not call for allow inspection, together with the fact 
that they had no written authority from the shipper on file at 
the time of arrival of the car, consignee also claiming that he 
should have been allowed inspection before the payment of 
freight charges to the carrier. 

Answer: The order bill of lading contains a provision to 
the effect that inspection of the property covered thereby will 
not be permitted, unless provided by law, or unless permission 
is indorsed thereon or given in writing by the shipper. 

We do not locate decisions of the courts which pass spe- 
cifically upon the right of a consignee to inspect a shipment 
moving on an open bill of lading before accepting same, and 
paying the freight charges thereon. 

However, it is the general rule that where goods are ordered 
of a specific quality, which the seller undertakes to deliver to 
a carrier to be forwarded to the buyer at a distant place, the 
right of inspection, in the absence of any specific provision in 
the contract, continues until the goods are received and ac- 
cepted at their ultimate destination; in such a case the carrier 
is not the agent of the buyer to accept the goods as correspond- 
ing with the contract, although he may be his agent to receive 
and transport them. Assuming that the title vests in the buyer 
on delivery to the carrier, it is at most, as between the parties, 
a conditional title, subject to the right of inspection and re- 
jection on arrival at the point of destination for non-compliance 
in quality, etc., with the terms of the contract. 

Furthermore, the statutes of certain of the states provide 
for the right of inspection regardless of provisions in the Dill 
of lading to the contrary. 

Therefore, while a consignee has the legal right to inspect 
a shipment and to reject same, except where the form of the 
contract of sale is such as to negative this right, it is not clearly 
shown by the decisions of the courts whether a consignee of a 
shipment moving on a straight bill of lading may demand, in 
every instance, an inspection of the goods before payment of 
the freight charges. 


INTRASTATE INTERCHANGE 


The Trafic World Washington Bureau 


The Commission has permitted the complainant in No. 13367, 
Board of Commerce, Inc., of Lockport, N. Y., vs. New York Cen- 
tral et al., to amend its complaint in such way as to challenge 
the reasonableness of interchange of intrastate traffic destined to. 
or going from, Lockport. In so doing it has taken jurisdiction, 
for purposes of hearing and argument, at least, of traffic wholly 
within New York. That taking of jurisdiction is based upon 2 
decision of the New York Court of Appeals, in a case brought by 
the New York Central, that car service, which is defined by the 
interstate commerce law as including interchange of traffic, 
regardless of whether the traffic is state or interstate, is some- 
thing within the jurisdiction of the federal body. 

As filed, the complaint alleged merely that the arrangements 
for the interchange of interstate traffic at Lockport were not in 
consonance with the law, because while there was physical con- 
nection between the defendants at Lockport, they refused to use 
the connecting tracks at that point interchanging traffic at that 
point. Instead of using the tracks at Lockport, the complaint al- 
leged, they forced the payment of unreasonable rates by insisting 
upon an interchange of such traffic at North Tonawanda, com- 
pelling shippers to bear the cost of that interchange where it 
required the use of mileage the complainant contended was not 
needed. 

According to the complainant, when an attempt was made 
to deal with that situation by appeal to the New York commis- 
sion, the New York Central went to court with the result that 
the New York Court of Appeals sustained it and thereby placed 
the burden of saying what would be a reasonable practice in the 
interchange of state traffic upon the shoulders of the federal 
body. 


CONDITION OF LOCOMOTIVES 

Out of 64,341 locomotives on line as of July 1, the number 
serviceable was 50,003, the number in need of heavy repairs, 
11,318, and the number in need of light repairs, 3,094. The 
number of serviceable locomotives stored was 6,332. Of the 
11,318 engines in need of heavy repairs, 2,472 were passenger, 
6,459 were freight and 2,399 were switch engines. These com- 
pilations were made public this week by the car service division 
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of the American Railway Association. Figures for the first two 
weeks of July, which will reflect the effect of the shopmen’s 
strike for that period, will not be available for some time. 


OPERATING STATISTICS 

Statistics published this week by the Bureau of Railway 
Economics showed that car-miles per day averaged 22.6 in May 
as against 21.3 in April and 21.3 in May a year ago. Tons per 
car averaged 25 in'May as against 24.4 in April and 27.8 a year 
ago. The percentage of unserviceable freight cars was 14.1 in 
May as against 13.6 in April and 13.6 in May a year ago. The 
per cent of loaded to total car-miles was 66.1 in May as against 
65.7 in April and 63.5 in May a year ago. The percentage of 
unserviceable locomotives was 22.8 in May as against 23.3 in 
April and 23.8 in May a year ago. 


ST. LOUIS, EL RENO & WESTERN CERTIFICATES 

Karl E. Humphrey, receiver of the St. Louis, El Reno & 
Western Railway Company, has been authorized by the Com. 
mission to issue $20,198 of receiver’s certificates to meet in- 
debtedness. 


SIOUX CITY TERMINAL STOCK 

The Sioux City Terminal Railway Company of Sioux City, 
Ia., has applied to the Commission for authority to issue the 
remaining $100,000 of capital stock heretofore authorized by 
the company. The total authorized capital stock is $300,000, of 
which $200,000 has been issued. The company desires to issue 
the stock to the Sioux City Stock Yards Company for indebted- 
ness to that company. 


FRUIT AND VEGETABLE SHIPMENTS 

“The movement of a dozen principal fruits and vegetables 
during the week ending July 15 totaled 16,400 cars, or 2,400 
cars more than were shipped the previous week, and 2,200 cars 
in excess of the 1921 movement during the corresponding week,” 
the Department of Agriculture said this week. “Largest gains 
were made in the shipments of apples, onions, peaches, white 
potatoes and mixed vegetables. Potato movement alone jumped 
45 per cent over the preceding week, and prices declined sharply, 
Most other lines, except peaches, were lower. Liberal supplies 
caused the wholesale markets to close with a weak tone.” 


NEW YORK CENTRAL LEASES 

The Commission has authorized the New York Central to 
acquire control of the railroads and properties of the Toledo & 
Ohio Central Railway Company and of the Kanawha & Michigan 
Railway Company by means of leases. Under the order the 
Kanawha & Michigan will lease the properties of the Kanawha 
& West Virginia, and the Toledo & Ohio Central will lease the 
properties of the Zanesville & Western and the Kanawha & 
Michigan, and then the New York Central will lease the prop- 
erties of the Toledo & Ohio Central and of the properties leased 
to the latter company. The New York Central owns the cap 
ital stock of the Toledo & Ohio Central and the latter owns 
99.4 per cent of the stock of the Kanawha and all of the stock 
of the Zanesville & Western. The Kanawha owns all of the 
stock of the Kanawha & West Virginia. The authorized leases 
will permit unification of operation of the properties. 


SANTA FE EXTENSION 


The Atchison, Topeka & Santa Fe has applied to the Com: 
mission for authority to complete and operate 9.21 miles of 


track extending into the Hickman oil field in Osage County, 
Oklahoma. 


COURSES AT FOREST PRODUCTS LABORATORY 


Plans are being made by the U. S. Forest Service to 
expand the instructional work of the Forest Products Labora 
tory at Madison, Wis., so as to benefit other wood using it 
dustries besides those interested in kiln drying and boxing 
and crating. Beginning September 11, a new course in the 
gluing of wood will be given, and courses along other lines of 
wood utilization will probably be added in the next twelve 
months. Three short courses will be given in September 4s 
follows: The kiln-drying of wood, September 11 to 22; the 
gluing of wood, September 11 to 16; boxing and crating, Se? 
tember 11 to 16. 

In the new course in gluing, which lasts one week, the 
following subjects will be covered: Structure of various woods 
and how it affects gluing; prevention of shrinking, swelliné, 
warping, and cupping in boards or panels; effect of moisture 
in wood on glue joints; selection and use of animal glués. 
vegetable glues, and water-resistant glues; principles of layiné 
veneer and plywood construction; control of temperature, 
pressure, and assembly time in gluing; testing strength of 
glued joints; and analysis of defects common in gluing. 


Copies of the current DAILY TRAFFIC WORLD 
for eastern subscribers are mailed on the “Broadway 
Limited” and “20th Century Limited” trains. 
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Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


oy 31—Washington, D. C.—Examiner Clarke: 

* Finance Docket 2471—In the matter of the joint application for con- 
trol of the L. E. & W. R. R. Co. by the N. Y. C. & St. L. R. R. 
Co., under paragraphs (1) and (2) of section 5 of the act 

July 31—Argument at Denver, Colo., before division 3: ’ 

13293—In the matter of rates, fares and charges of carriers by rail- 


zone a to the interstate commerce act (with respect to D. & 


re ee eS 
13393—W. R. Freeman and C. Boettcher, receivers of D. & S. L. R. 
R. vs. A. T. & S F. et al. 
July 31—Denver, Colo.—Commissioner Hall: , ’ 
13293—In the matter of rates, fares and charges of carriers by rail- 
road subject to the interstate commerce act (with respect to Den- 
ver & Salt Lake R. R.) 
ba 31—Boston, Mass.—Examiner J. E. Smith: 
13674—Consolidated Rendering Co. vs. Boston & Maine et al. 
August 10—Austin, Tex.—Railroad Commission of Texas: 
inance Docket 2348—In the matter of the application of Grand 
Prairie & Northern R. R. Co. for certificate of convenience and 
necessity filed April 17, 1922. 
September 5—Fargo, N. D.—Examiner Armes: 
* ee Commercial Club of Fargo, N. D., vs. Ahnapee & West- 
ern et al. 
Sept. 5—Chicago, Ill.—Examiner H. W. Johnson: 
ourth Section Application 1840 of W. H. Hosmer, and other appli- 
cations or portions thereof which involve rates on classes and 
commodities between various points. 
Spammer 5—Atlanta, Ga.—Examiner J. F. Gray: 
* Finance Docket 2372—In re application of G. F. & A. Ry. Co. 
September 6—Washington, D. C.—Examiner Gerry: : 
* I, and S. 1594—Rails and cross ties from Maryland, Pennsylvania and 
West Virginia to Canada. 
September 6—Beaumont, Tex.—Examiner T. J. Butler: 
* 13616—Josey-Miller Co. vs. Brimstone R. R. and Canal Co. et al. 
* 13616 (Sub. No. 1)—Josey-Miller Co. vs. G. C. & S. F. 
* 13616 (Sub. No. 2)—Josey-Miller Co. vs. K. C. S. et al. 
* 13616 (Sub. No. 3)—Orange Rice Mill Co. vs. B. S. L. & W. et al. 
September 6—Huntington, W. Va.—Examiner Fleming: 
* 13825—Hartland R. R. Co. vs. B. & O. et al. 
September 6—Parkersburg, W. Va.—Examiner Gault: 
* 11733—The Parkersburg Rig and Reel Co. vs. B. & O. et al. 
* 13980—The Parkersburg Rig and Reel Co. vs. B. & O. et al. 
September 6—Chicago, II|.—Commissioner Hall and Examiner Koebel: 
13425—In re Transcontinental Freight Bureau. 
September 6—Washington, D. C.—Examiner Marchand: 
Valuation Docket 221—In re tentative valuation of Boston, & Maine 
System. 
September 6—Albany, N. Y.—Examiner Beach: 
* Se eee Perforated Wrapping Paper Co. vs. Ahnapee & West- 
ern et al. 
September 6—Reading, Pa.—Examiner Satterfield: 
* 13752—S. Rudolph & Co. vs. Director General, P. & R. et al. 
September 7—Houston, Tex.—Examiner T. J. Butler: 
* 1. and S. 1583—Coffee, New Orleans and sub-ports to Texas points. 
* 13789—Texas Freight Traffic Assn. et al. vs. Director General. 
September 7—St. Louis, Mo.—Examiner Koch: 
* I, and S. 1587—Limestone from Illinois points to St. Louis, Mo., vs. 
Missouri Pacific R. R. 
September 7—Washington, D. C.—Examiner Gerry: 
* I. and S. 1601—Express rates on cake. 
September 7—Jamestown, N. D.—Examiner Armes: 
* 13917—Chamber of Commerce of Jamestown, N. 
Fork & International Falls Ry. et al. 
September 7—Washington, D. C.—Examiner Pattison: 
Valuation Docket 63—In re tentative valuation of Gainesville Mid- 
land Ry. 
September 7—Chicago, Ill.—Examiner Hillyer: 


* §. we S. 1605—Minimum weight on cement slabs in C. F. A. ter- 
ritory. 


D., et al. vs. Big 


DIRECTORY OF ATTORNEY 


GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 
Attorneys and Counsellors at Law 


Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
Commerce Commission 


Reom 806 American National Bank Building 
Telephone Main 2702 Washington, D. C. 


GEORGE T. BELL 
COMMERCE COUNSEL 


For five years Attorney-Examiner, Interstate Com- 

merce Commission. For ten years Commerce Counsel 

various shippers’ organizations, and member Nationai 
Industrial Traffic League. 


Woodward Building Washington, D. C. 


LESSER & LESSER 


Attorneys and Counsellors at Law 


277 Broadway, New York City, N. Y. 


TRAFFIC CLAIMS and i 
SHIPPERS’ FREIGHT CLAIMS = 


September 8—St. Louis, Mo.—Examiner Koch: 


* I, and S, 1603—Iron and steel articles from New Orleans, La., group 
points to Texas. 


September 8—New York, N. Y.—Examiner Beach: 

* 13816—B. Lissberger & Co. vs. Mich. Cent. et al. 

* 13508—B. Lissberger & Co. et al. vs. P. R. R. et al. 

September 8—Rogers, Ark.—Examiner Fuller: 

* 13766—The Ozark Cider and Vinegar Co. vs. Director-General. 

* 13767—The Ozark Cider and Vinegar Co. vs. Director General. 

September 8—Cincinnati, O.—Examiner Fleming: 

* 13809—Hazard Jellico Coal Co. vs. Director General, L. & N. 

* 13779—The Fitch Dustdown Co. vs. Ann Arbor et al. 

September 8—Chicago, Ill_—Examiner Hillyer: 

* 13687—Armour & Co. vs. Director General. Portions of fourth sec. 
tion applications 1561 of N. & W. Ry. and 1952 of L. & N. R. R, 
(molasses from New Orleans to Tacoma, Va.). 

* 13785—Armour & Co. vs. Director General. 

* 13879—Armour & Co. vs. Director General. 

* 13880—Armour & Co. vs. Director General. 


September 8—Utica, N. Y.—Examiner Satterfield: 

* 13855—Brown’s Tract Lumber Co. vs. Director General. 

September 8—Washington, D. C.—Examiner Gerry: 

* I, and S. 1607—Cancellation of through rates between Virginia ang 
Texas points. Portions of fourth section application 700 of F. A, 
Leland (classes and commodities from Alexandria, Va., and points 
taking same rates, or rates basing thereon, to points in Texas), 


September 9—Buffalo, N. Y.—Examiner Satterfield: 


* ee Kellogg & Sons, Inc., vs. Director General, A. T. & 
. F. et al. 


LUMBER SHIPMENTS 


“While the lumber movement for the week ending July 15 
was naturally larger than for the preceding week, with its 
holiday, it was perhaps below the level that might be expected 
at this season of this active year, though July is usually a slow 
month in lumber,” says the weekly lumber movement bulletin 
of the National Lumber Manufacturers’ Association. “Only 359 
mills in eight great regional associations are reported as oper- 
ating, whereas the normal number so reporting is nearer 400. 
In the preceding week 373 mills were reported at work. Pro- 
duction for the past week was 216,084,971; shipments, 219,045- 
681; and orders, 184,562,891 feet, the increase over the same 
week of last year being, respectively, 57,222,857, 68,629,419 and 
52,208,724 feet. Corrected figures for the week ending July 8 
show production to have been 170,914,776; shipments, 166,586,252, 
and orders, 166,515,513 feet. 

“While the above figures show that production and ship- 
ments are holding up relatively well for midsummer, there has 
been more of a marked decline in orders. This is attributed 
to the timidity of buyers, who find deliveries already affected 
by the railway strikes and are fearful of a virtual paralysis of 
lumber forwarding by rail if the strikes should continue or 
extend. Actual production was 93 per cent, shipments 95 per 
cent, and orders 81 per cent of normal weekly production— 
for the mills of those associations that have established normal 
standards. Stated relatively to the entire reported actual pro. 
duction for the week, shipments were 101 per cent and orders 
85 per cent. 

“For the first 28 weeks of the year, ending July 15, the 
production of lumber by the eight softwood regional associa- 
tions that make weekly reports was 5,648,338,728; shipments, 
5,744,301,808; and accumulated orders, 6,088,732,933 feet, the 
respective increases over the like period of 1921 being 1,502, 
271,176; 1,521,695,518 and 1,789,307,227.” 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 


KARL KNOX GARTNER 


COMMERCE COUNSEL 
701-706 WOODWARD BLDG., WASHINGTON, D.C. 
(For a number ¢ poem eemee ont -. 


EDWARD A. HAID 


ATTORNEY AT LAW 
1411-16 Liberty Central Trust Bullding, 
St. Louls, Mo. 


Special attention to matters before Interstate 
Commerce and State Commissions and railrosd 
and rate litigation and claims. 
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Mr. Traffic Man:— 


Have You a Chicago 
Warehousing Problem? 


Save yourself and your Company Time, 
Money and Worry by distributing your prod- 
ucts to your midwestern trade through the 
unexcelled storage and traffic facilities of 


Chicago’s 
Big Downtown Warehouse 


located at the Pennsylvania System’s immense 
Polk Street Terminal. 


This Mammoth Institution 


is at your disposal, offering to you: 


1. The best space in Downtown Chicago for 
the storage of spot stocks readily accessible to 
your Chicago trade. 


2. Superior facilities for breaking pool cars 
and for prompt less-carload reshipment to des- 
tinations anywhere without cartage. 


8. Storage-in-transit privileges. 


4, The consistently conscientious attention 
of a trained organization. 


Consign your cars in our care and find out 
what constitutes dependable, up-to-the-minute 
warehousing service. 


The Largest Public Warehousing 
Unit West of the Atlantic 
Seaboard 


Considerate—Efficient—Economical — Reliable 


Western Warehousing 
Company 


Polk Street Terminal, Pennsylvania System 
CHICAGO 


**At the Edge of the Loop”’ WILSON V. LITTLE, Supt. 
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Terminal Warehouse & Forwarding Co. 


HOUSTON, TEXAS 





View showing relationship of ship, wharf, and 
shipside warehouse. 


Houston as a distributing center for water shipments into 
and out of the State of Texas furnishes unique and effi- 
cient service by means of our shipside warehouse. 


150,000 sq. ft. of storage space. Reinforced concrete 
throughout. Equipped with automatic sprinkler system. 
Floor level 35 ft. above mean low tide. Trackage capacity 
72 cars. 


Electric conveyors handle merchandise to and from ship- 
side at the rate of over 100 tons per hour, no charge 
being made for service other than the ordinary handling 
charges applying in any interior warehouse. 


Lowest insurance rates. Safe from fire and storm. 


Import and export shipments handled free or bonded. 


At our wharf, in addition to special calls of vessels with 
cargo for the warehouse, the following steamships berth 
on regular schedule: 

Southern Steamship Co Philadelphia—Houston 
Steele Line Mexican Ports—Houston 


Mississippi-Warrior, Gulf States §.S. Co., New Orleans 
and interior river points to Houston 


Pacific Caribbean and Gulf S.S. Co., Pacific Ports—Houston 
Luckenbach Line Pacific Ports—Houston 


Berthing space available for any ship handling cargo 
through warehouse 


If you are in any of the territories served by the above 
steamship lines, consider the tremendous advantage of 
storing your commodities at shipside Houston, without 
extra charges for distributing. 


Let us handle some shipments for you to demenstrate 
the saving. 


TERMINAL WAREHOUSE & FORWARDING CO, 


HOUSTON, TEXAS 





THE TRAFFIC WORLD 








Port of Houston 


a 


Houston is prepared for the increasing shipping 
business of the coming season. 


















The New Manchester Wharf, 500 feet long, with 
transit shed 180x480 feet, connected by carrier house 
with 500,000-bushel grain elevator, grain-loading 
chutes on wharf, will be in operation September 
First. 


Two other wharves have been enlarged, now 800 feet 
long, with transit shed 100 feet by 800 feet, con- 
nected with shipside high density cotton compress 
and complete rail facilities. 





An electric slat conveyor with a capacity of 100 tons 
per hour connecting one wharf with concrete ware- 
house of 201,203 square feet storage space has just 
been completed. 


High power piling and stacking machine now in use. 


Fuel oil bunkering station now in operation. Bunkers 
and Carge can be taken at the same time without 
shifting the ship. 















Coal bunkering facilities under construction and will 
be in service by September 1st with a capacity of 150 
tons per hour, storage 55,000 tons. 


All Wharves at Houston are modern and of the best 
fireproof construction and equipped to handle cargo 
rapidly, 


The Port charges are reasonable. 
Seventeen railroads give first class service. 


Mr. Traffic Man, could not Houston serve your busi- 
ness ? 








Why not investigate? 





Address the 
DIRECTOR OF THE PORT 
City Hall 


Houston, Texas 
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A NEW WATER ROUTE TO AND FROM TEXAS Via 


THE PORT OF HOUSTON 


THE WAYS AND MEANS FOR MANUFACTURER AND DISTRIBUTOR TO REDUCE FREIGHT CHARGES 
ON CARLOAD AND LESS THAN CARLOAD SHIPMENTS 
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SAN ANTONIO 


Via 
GULF STATES STEAMSHIP COMPANY 
(410 Weis Building, New Orleans, La.) 
WEEKLY i 
Between Houston, Texas, and New Orleans, La. 
AT LESS THAN 75 ’PER cent oF ALL RAIL RATES 


LENT TRAFFIC COMPANY 
(Chamber of Commerce Building, Pittsburgh, Pa.) 


Or 
WATER TRANSPORT COMPANY 
(Wabash Building, Pittsburgh, Pa.) 
W. Operating Barge Line Service to and from Pittsburgh, Pa., Wheeling, 
0 Va., Cincinnati, Ohio, Louisville, Ky., also other landings on Monongahela, 
hio, and Mississippi Rivers and pow eae 


GULF STATES STEAMSHIP COMPANY 
Under Special Bookings and Reduced Rates. 
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STEAM Sip Company 


Vis 
MISSISSIPPI-WARRIOR RIVER SERVICE 
(Federal Barge Line) and 
GULF STATES STEAMSHIP COMPANY 
Between Houston, Texas, and St. Louis, Mo., East St. Louis, Cairo, IIl., 
Memphis, Tenn., and Vicksburg, Miss. 
AT LESS THAN 80 PER CENT. OF ALL RAIL RATES 


Via 
Rail to and from St. Louis, Cairo, or Memphis, thence WATER ROUTE 
to and from Houston, when from and to points in Illinois, Indiana, Iowa, 
Kentucky, Minnesota, Michigan, Missouri, Ohie and Wisconsin, at material 
savings under all rail rates. on 
ia 


ALL WATER ROUTE from and to landings en Warrior, Black Warrier, 
and Tombigbee Rivers in Alabama and Georgia at rates materially less than 


all rail. 


FOR FURTHER INFORMATION WRITE OR WIRE, CHAMBER OF COMMERCE, HOUSTON, TEKAS 
ANY @F THE ABOVE LINES 
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Where to reach them 
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MESSAGE)}TO,THE PUBLIC 


Suggestions, complaints or comments respecting our rates, service or relations with the 
people, addressed to our traffic officers, will receive prompt and courteous attention 









TRAFFIC DEPARTMENT 
LINES WEST OF EL PASO AND OGDEN 





T. SAUNDERS, General Freight Agent Los Angeles, Cal. 
H. MULCHAY, General Freight Agent Portland, Ore. 
. J. FENCHURCH, Asst. General Freight Agent Tucson, Ariz. 
WM. C. FITCH, Freight Claim Agent 


FREIGHT PASSENGER 

G. W. LUCE, Freight Traffic Manager San Francisco, Cal. CHAS. S. FEE, Passenger Traffic Manager San Francisco, Cal. 

E. W. CLAPP, Asst. Frt. Trfc. Mgr., Southern Dist., F. E. BATTURS, Asst. Pass. Trfc. Mer. San Francisco, Cal. 
San Francisco, Cal. JOHN M. SCOTT, General Passenger Agent Portland, Ore. 

H. A. HINSHAW, Asst. Frt. Trfc. Mgr., Northern Dist., F. S. McGINNIS, General Passenger Agent Los Angeles, Cal. 
an Francisco, Cal. E. J. FENCHURCH, Asst. General Passenger Agent Tucson, Ariz. 

H. C. HALLMARK, General Freight Agent San Francisco, Cal. 

d. 

Jd. 

E 









San Francisco, Cal. 


TEXAS LINES 


Cc. K. DUNLAP, Traffic Manager, Houston, Tex. 












FREIGHT PASSENGER 
Cc. W. OWEN, Assistant Traffic Manager Houston, Tex. JOSEPH HELLEN, General Passenger Agent Houston, Tex. 
T. G. BEARD, General Freight Agent Houston, Tex. 
Cc. G. WEBB, Freight Claim Agent Houston, Tex. 
C. S. FAY, Traffic Manager, New Orleans, La. 
FREIGHT PASSENGER 
JOSEPH LALLANDE, General Freight Agent New Orleans, La. JOHN T. MONROE, General Passenger Agent New Orleans, La. 
H. M. MOORS, Freight Claim Agent New Orleans, La. 






‘‘*MORGAN LINE’’ 


NEW YORK-NEW ORLEANS-GALVESTON LINES NEW ORLEANS-HAVANA LINE 


WM. SIMMONS, General Freight and Passenger Agent New York Cc. S. FAY, General Freight Agent New Orleans, La. 
H. M. BOUCK, Freight Claim Agent Pier 49, N. R., New York J. T. MONROE, General Passenger Agent New Orleans, La. 


S.P.R.R. OF MEXICO 


H. LAWTON, General Freight and Passenger Agent Guaymas, Sonora, Mexico 
L. W. MAYHOOD, Freight Claim Agent Guaymas, Sonora, Mexico 


Executive Offices: 165 Broadway, New York 
F. H. PLAISTED, Assistant Director of Traffic. 

















LEWIS J. SPENCE, Director of Traffic. 


August 5, 1922 





New England: 
1013 SCOLLAY BLDG., 
Boston, Mass. 
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They stand the racket 


Good Wood Boxes ask no favors 
from man or weather. 


In storage or in transit, they 
stand up under rough treatment 
and exposure. 


They can be piled to the roof 
without cave-in or damage to 
contents. In switching freight 
cars, loosely loaded with steel 
rods, farm implements and the 
usual assortment of mixed freight, 
the sturdy sides of a wood box 
ward off many a crushing blow. 


THE TRAFFIC WORLD 


Hooks or falls may mar the sur- 
face but cannot injure the well- 
packed goods within. If dam- 
aged, Wood Boxes may be easily 
repaired. Grease and oils on the 
car floor do not soak through. 


Whether you ship canned goods 
or dry goods, machinery or 
musical instruments, butter or 
bottles, for maximum protection 
pack your product in Good 
Wood Boxes and earn the good 
will of your trade. 


Good Wood Boxes 


Backed by the 


National Association of Box Manufacturers 
GENERAL OFFICES: 
1553 CONWAY BUILDING, CHICAGO 


Eastern: 


Baltimore, Md. 





433 CALVERT BLDG., 
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LUCKENBACH LINES 


COAST TO COAST VIA PANAMA CANAL 


Express Freight Services 
U. S. Mail Steamers 











Twin Screw American Steamers 





NEW YORK, PHILADELPHIA, BOSTON, LOS ANGELES HARBOR 
SAN FRANCISCO, OAKLAND, PORTLAND, SEATTLE, 


NEW ORLEANS, LOS ANGELES HARBOR, SAN FRANCISCO 
OAKLAND, PORTLAND, SEATTLE 





MOBILE, 


Through Bills of Lading issued to and from other North Pacific Ports and Hawaiian Islands. 


GENERAL OFFICES: 44 Whitehall Street, New York 
Marquette Bldg. 131 State St. Lafayette Bldg. Oliver Building 1024 Prudential Building = Central Bldg. 201 California Street Pierce Building 
Chicago Boston, Mass. _ Philadelphia Pittsburgh Buffalo, N. Y. Los Angeles San Francisco St. Louis 


Mobile Liners, Inc., Agents A. Le Blanc, Agent Railway Exchange L.C. Smith Bldg. 211 Eleventh St. Sh Seen Co., Agents Engineers’ Bldg. 
Mobile, Ala. New Orleans, La. Portland Seattle Tacoma, Wash. . Vancouver, B. C. Cleveland, Ohio 











On Freight 
Shipments 





Shippers of Household Goods, Automobiles and Machinery for Domestic 
points, and a!l classes of commodities for Export effect savings of time, 
trouble and money by use of 


TRANS-CONTINENTAL 





FREIGHT COMPANY. 


Consolidated Freight Forwarding Service 


Large volume of traffic handled. insures prompt shipment. Long years of experience 
assures correct handling and loading, and an extensive organization of freight forward- 
ing experts guarantees satisfaction. 


Don’t Hesitate—Investigate 


TRANS-CONTINENTAL FREIGHT COMPANY 


Export and Domestic Freight Forwarders 


General Offices: Chicago, 203 S. Dearborn Street Eastern Offices: New York, Woolworth Building 
Boston, Old South Building Cincinnati, Union Trust Building San Francisco, oa Building 

Buffalo, Ellicott Square Cleveland, Hippodrome Building Seattle, Alaska Buildin 

Philadelphia, Drexel Building Los Angeles, Van Nuys Building Portland, Oregon, 13th and Kearney Streets 


Write the Nearest Office] — ” —— , oho 





